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AND TELEPHONERS 
Mondays to Fridays 


TO CALLERS 


Until further notice our office hours are: 
9.30 a.m. till 5.30 p.m. 


The office is closed on Saturdays 





ANSWERS TO ENQUIRIES 


By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Next Week’s Budget 


EARLIER expectations that the Chancellor of the Exchequer, 

Mr. Dalton, would be in a position to announce substantial 
remissions of taxation when he makes his interim Budget statement 
next Tuesday, necessarily have had to be modified, in the light 
of greater appreciation of the great financial burdens which the 
Nation still has to bear. Since Sir John Anderson first suggested 
the possibility that some easement might be possible, there have 
been changes which could not at that time have been foreseen 
clearly and not all of which react advantageously to the national 
exchequer. The ending of the war obviously makes possible many 
substantial cuts in expenditure, but the need to maintain large 
armies and ether costs inseparable from the transition, are still 
there. Nevertheless, it is appreciated increasingly that if personal 
and industrial initiative are to be stimulated, some lowering of 
present taxation levels is essential. Hopes are still entertained 
that the Chancellor will announce some changes in industrial 
taxation, and may give some guidance as to the future of Excess 
Profits Tax. 


First Detailed Nationalisation Plan 


The text of the Government’s Bill for the nationalisation of the 
Bank of England has now been issued, but it affords little guidance 
as to what general policy may be followed in applying State owner- 
ship to industrial undertakings. The terms include the giving of 
£400 of Government 3 per cent. stock for £100 of Bank stock, which 
on the day before the Bill was made public, closed at £393. Holders’ 
income, therefore, will still be 4 per cent. and they enjoy a small 
bonus in nominal values. The Bank’s dividends have been stable 
for 22 years. The basis of the exchange is the provision of annual 
interest equal to the average gross dividend (12 per cent.) for the 
past 20 years. The Bank is not to be a Government department, 
but an autonomous institution working under a charter. The 
Treasury may give such directions to the Bank as‘are necessary in 
the public interest, and may also authorise the Bank to issue 
directions to any banker, to secure that effect is given to any 
recommendation given by the Bank. In present circumstances, the 
danger from this is largely theoretical, but in the hands of a 
Government which abandoned financial sobriety for political 
machination it might be a dangerous weapon capable of immense 
harm to our credit and currency. Those who look for guidance as 
to what may be in the Government’s mind in respect of any other 
nationalisation schemes will be disappointed. It is unlikely that 
if the railways were nationalised, for example, a similar basis could 
be found, in view of their declining dividends over the past 20 years. 


x * * * 
Call-Up of Engineering Key Men 
In our last week’s issue we gave an instance of the unfavourable 


working of the present call-up arrangements on the output of a 
locomotive building undertaking. Now Lord Davidson, President 
of the Engineering Industries Association, has written a letter to 
The Times, in which he draws attention to the serious position which 
is arising from the call-up of these key men. He instances the 
gauge and toolmaking trade as having an unusual proportion of 
highly skilled men and points out that tooling is most urgently 
needed in connection with our export trade. Replacements for 
many of these men cannot be found from those released from the 
Forces, for men with commensurate skill were never called up. 
The position is made worse by the waste of skill which is occurring 
as a result of the call-up. Of one engineering firm, of which Lord 
Dividson has knowledge, four of its skilled engineers have been 
called up ; one is a cook in the R.A.F., another is a medical orderly, 
the third is a military policeman, and the fourth is pushing a wheel- 
barrow at a colliery. ~ It may well be asked whether we can afford 
to squander our skilled manpower at the present time. During the 
war, when the need for military manpower was most acute, skilled 
toolmakers and apprentices were reserved, to serve the essential 
needs of production. It can hardly be argued that they are less 


essential now. 
” * = . 


Engineering College for Troops 


The Technical Wing of the Middle East Command Education 
College, recently opened at Mitogea, Cairo, gives Army officers and 
men of all ranks the opportunity of preparing for civilian life in their 
own trades under ideal conditions. The object is to provide 
theoretical and practical training in various branches of engineering 
for men in early release groups and to train potential unit instructors. 
Students are admitted whether experienced in, or newcomers to, the 
trades chosen. At present 100 officers and men are undergoing 
instruction, but this number will be increased eventually to 350. 
Courses are provided in mechanical engineering, electrical engineering, 
building, bricklaying, carpentry and joinery, plastering, welding, 
metal machine work, and pure science. Every week, in addition 
to practical work, each student receives eight hours’ instruction in 
engineering science which include mathematics and machine 
drawing. As far as possible, practical work takes a form which is 
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both useful and permanent Apart from classrooms, laboratories, 
and drawing offices, the Wing has a library of 7,000 books, which 
include technical works and fiction 

* * . 


County of London Plan 


Revolutionary alterations to London's great network of main- 
line railways are being planned by a technical committee consist- 
ing of managers and chief officers of G.W.R., L.M.S.R., 
L.N.E.R ind Southern Railway the dramatic announ 
ment of a London newspaper on October 4, and it further indi- 
cated that the Committee, which was said to have been sitting for 


the 


Was 


several weeks, had already reached agreement in principle on 
transferring Charing Cross and Cannon Street Stations to the 
south side of the Thames and the abolition of the two railway 


bridges across the river. We learn, however, that there is no truth 
in this report and that although consideration is being given by 


the railway companies and the L.P.T.B. to the proposals outlined 
in the City of London, County of London, and the Greater 
London Plans, no decisions have been reached yet on the main 
recommendations which, in any case involve extremely heavy 
capital expenditure and constitute a long-term plan. 

. *- . . s 


Industrial Injuries Insurance 

After a two-days’ debate in a generally friendly atmosphere the 
House of Commons on October 11 passed the second reading of the 
National Insurance (Industrial Injuries) Bill. The broad principles 
on which the scheme of industrial injuries is based are those originally 
outlined by the previous Government subject to certain modifica- 
tions introduced by it It is the main purpose of the Bill to make 
compensation for industrial injuries a part of this country’s social 
services. The scheme is based on insurance against risk and not on 
liability for compensation 3y and large all persons employed in 
Great Britain under any contract of service or apprenticeship will be 
insurable without any income limit. The essential difference 
between this scheme and the Workmen’s Compensation Acts it that 
benefits will be related solely to the degree of disability suffered and 
will not be related to loss of earning power. After many suggestions 
for altering the words in the existing Compensation Acts “ accidents 
which arise out of and in the course of the employment "’ it has been 
decided to retain them in the Billl, but where the evidence is incon- 
the benefit of the doubt will go to the claimant, instead of 
his having to prove, as at present, that the accident did so arise 
\nother material alteration proposed in the existing law is that the 
proviso under the Workmen’s Compensation Acts that compensation 
is not payable where an accident is “ attributable to the serious 
and wilful misconduct of the workman ”’ shall no longer be applic- 
able. The chief constructive criticisms of the measure concerned 
the proposed tribunals, and the advantages were pointed out of the 
existing procedure under which in arbitrations by county court 
judges the workman had the opportunity of seeing for himself how 
they were conducted 


clusive, 


. ~ - x 


The Strathearn Railway Committee 

Although no official intimation has been made by the L.M.S.R 
that it proposes to discontinue the railway service between Crieff 
und Balquhidder, it has been reported locally that the closure of 
this line is under consideration. This report has come as a surprise 
to residents, merchants, and property owners in the Strathearn 
area which the railway serves, and a representative committee 





nam the Strathearn Railway Committee has been formed It 
called a public meeting for October 8 where strong support was 
secured for a demand for the maintenance of the railway, and a 
call for a fair share of the reinstatement of pre-war railway 
services [he suggestion was also advanced that the L.M.S.R 
might introduce diesel railcars. The railway runs from Crieff to 
Comrie and St. Fillans, along the north side of Loch Earn to 
Lochearnhead, and thence to Balquhidder, where it joins the 
Oban line The inhabitants of Strathearn regard the line as 
essential to the area, alike for passenger and goods services, and 


a vital link in the transport services of the Highlands. 
* * * * 


The Railway Engineer and Corrosion 

[The problems of corrosion and corrosion fatigue, as they 
iffect the railway engineer, were dealt with by Mr. T. Henry 
Turner, Chief Chemist & Metallurgist of the L.N.E.R., in a paper 
read recently before the Institution of Locomotive Engineers in 
London. We publish an abstract of this valuable paper else- 
where in this issue. Mr. Turner envisages the insidious effects 
of corrosion as the work of a deadly foe, and presents a carefully 


planned campaign, in which the best scientific brains of the 
country are allied against the engineer’s great enemy. The 


thanks of all engineers are indeed due to the chemists, metal- 
lurgists, and physicists both in Great Britain and abroad, who 
have made their contributions to the cause of combating cor- 
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rosion. Science does not recognise frontiers—and for this reagoy, 
anyone consulting, say, Dr. Vernon’s unique bibliography 
corrosion at Teddington may find what he seeks under ay 
American, Russian, French, or German reference, as under - 
British one. As for the goal—imagine a locomotive boiler lasting 
as long as the rest of the engine! That is the kind of thing 
which, with the help of such men, we may be able to achiev 

a * * * 


The Training of Apprentices 

Two agreements of importance have been signed recently in the 
United States, by the New York Central System and the Union 
Pacific Railroad on the one hand, and the Railway Employees 
Department of the American Federation of Labour on the other 
concerning the training of skilled employees in shop crafts. The 
scheme is under the aegis of the National Apprenticeship Programme 
of the War Manpower Board, and has been designed to meet the 
needs of demobilised military personnel, especially the younger 
men, and to ensure the supply to the railways of an adequate number 
of men skilled in all branches of their respective trades. The crafts 
in which the apprentices will be trained include those of machinist. 
sheet-metal worker, wagon-builder, boiler-maker, blacksmith and 
electrician. At all centres where sufficient apprentices are employed, 
joint apprenticeship committees will be set up representing both the 
managements and the unions, and these committees will supervise 
the working out of the local training programmes. A general 
apprenticeship committee is also to be set up for each railway, and 
it will recommend rules for the selection of apprentices, and for 
regulating their work, both at their occupation and in the class- 
rooms in which they will receive instruction. The War Manpower 
Commission hopes that these N.Y.C. and U.P. agreements may be 
4 pattern of similar pacts between the union and other railways 


* x * * 


G.W.R. Engineers Rise to the Occasion 


On another page in this issue are described the means by which 
Great Western Railway engineers overcame a series of difficulties 
in connection with the bridging of the diversion of the King’s 
Sedgemoor Drain and the Huntspill Channel on the Bristol- 
Exeter main line, without interference with heavy wartime traffi 
At both bridge sites rock or other solid strata were found only 
at depths of 65 ft. to 80 ft. below rail level; the overlying soi 
was soft clay, peat, and even quicksand. Reinforced concrete 
raft foundations and bored piles were both found to be unsatis- 
factory, and eventually the use of 16-in. R.C. piles was decided 
on as a solution of part of the problem. Apart from the 80-ft 
depth of alluvial deposit over the rock, the work at the Huntspill 
Channel was comparatively simple, as a diversion of the tracks 
feasible. At Dunball, however, not only did the course of 
the new channel selected by the catchment board pass between 
the staggered platforms of that station, but an old stone bridge 
which had to be retained, also ruled out any possibility of a 
diversion of the main line. Pile-driving had, there, to be limited 
to groups cf piles on both sides of the line clear of running 
dimensions. For reasons explained in the article, the pier of the 
new bridge had to be designed as a flat transverse arch, spanning 
the gap between the caps of the pile groups. Running quick- 
sand had also to be dealt with by dewatering with well-points 
until the sand was sufficiently dry to be excavated by normal 
methods. Another difficulty of thin layers of impervious clay 
had also to be overcome, and the foundations had to be sealed 
running sand from behind the abutments. 


was 





igainst 


* * * * 


Dining Car Schools 

Nine American railways serving New York and the eastern 
States have combined with the United States Public Health Ser- 
vice and the City of New York to establish a school for dining 
car employees who have to handle food. The railways concerned 
are the Pennsylvania, New York Central, Raltimore & Ohio, New 
York, New Haven & Hartford, Lehigh Valley, Erie, Delawar 
Lackawanna & Western, Seaboard, and Atlantic Coast Line. The 
City of New York has provided the premises, at the Central 
Harlem Health Centre, and it is hoped to train a total of over 
6,000 cooks, stewards, waiters, and dish-washers in the 50 classes 
that have been scheduled over a period of six weeks. The courses 
include lectures on germs, sanitary practices on dining cars, and 
personal health and hygiene. In the view of the promoters, the 
necessity of such training is more than ever necessary in present 
conditions, when the number of dining-car patrons has grown fat 
beyond all precedent. It is also held that dining-car crews may 
not fully appreciate the significance and importance of theif 
duties, and that when they have been helped to a better under- 
standing of the high standard of sanitation and _ procedure 
demanded in dining-car meal service, they will be the more ready 
to co-operate so that that standard may be fully maintained 
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L.M.S.R. Traffic Control 


rhe M.S.R. has recently taken in hand the modernisation 
“1. traffic control svstem over its 20,000 miles of track, with the 
cet f improving the existing arrangements by installing 
ntrol offices up-to-date telephonic apparatus which is now 
le, compared with that available when the present system 
ntrol was established nearly twenty years ago. Under that 
here were 42 control districts in England and Wales, and 





lel e re-arrangement these districts are being merged into 
19 r ting districts in each of these new areas a district 
Saeed manager is to be appointed with responsibility for all 
ss ind freight trains running in the district Three of 
iffices are already in operation at Birmingham (Western 
Stoke, and steps are being taken to inst ill the new 
: is in the remaining 16 control offices in the shortes 
ssil tim This modernisation scheme when completed, 
£1,000,000, and in a subsequent issue the chang ve 
escribed in detail 
* ) * 


Inductive Train Communication on Electrified Lines 


\y s the widespread tests of inductive electric communica 
tion h moving trains, and between th locomotive and caboose 
reight trains, now in progress in the United States, one 


I lv by the Chicago, Milwaukee, St. Paul & Pacifi 
Railt has been of unusual interest It was over the two elec 


from Chicago to the 








i ections of this company’s main line 
Pacific Coast, the first, 440 miles long, between Harlowton, 
\l and Avery, Idaho, and the second, 216 miles long, 
Othello and Seattle, in the State of Washington The 
es requiring answer was whether the overhead catenary, 
nerg it 3,000 volts d. or the lineside transmission, at 
100,000 volts a.« ould interfere with the train communication 
vhether the traction motors of the locomotives, whether 
iction, or when used for regenerative braking, would 
S erferenc The system under trial was that of the Union 
S Signal Company, and it was found to function quite 
rily in these conditions It was also a matter for in 
to whether the numerous tunnels along these sections of 
which are laid through mountainous country, would 


idverse effect, but here also clear signals were receive: 


even in the Snoqualmie 
which is 2 miles, 477 ft 


nsmitted vithout int rruption 


I rough the Cascade mountains, 
g it a maximum depth of 1,500 ft. below the surface 
dee rges and riverside locations also had no effect on the 
1 
* * > 


seyer-Garratt Locomotives for Ceylon 


final defeat had 
} 


the collapse of Japan, plans for their 


tremendous proportions inprecedented 
1 railways behind the Ceylon, it is known, 


f the bases for our operations against the Japanese and 


This placed an 
forward fronts 


quence tne R i | 
a tremendous amount of traffic to supply the needs of our 
nd the various bases established in this country 
he supply of additional engine power and in this 
powerful type of broad-gauge Beyer-Gatratt 


been delivered to Ceylon for operation on 


Ceylon Government Railway was ¢ 


Forward 
covered t 
describe the 


es which have 


t difficult mountainous section The cessation of hostilities 
rea has brought little relief to this important railway system 
these locomotives, together with others delivered some months 


g improve the power position his is vet another example 
i t fforts of British industry to meet Great Britain’s needs in 
stant parts of the world. 


* * * * 


Oil-Burning Locomotives for Portugal 


rt} Portugues Railway Company ordered some time ago, 
the U.S.A. and partly in Canada, 20 engines arranged to 
il fuel [They were of the so-called war economy design 
stantially similar to those used for service in India, where, 
the gauge is the same as in Portugal The Beira Alta 


dered two similar engines [hey have been erected at the 


santa Apolonia and Barreiro workshops by special gangs, under 
ice and direction of an engineer sent from America Che 
rst ine, however, was already erected and ready to go into ser 


ore he arrived It made its trial runs from Lisbon and, on 
2, 1945, the Minister of Public Works & Transport attended 
Santa Apolénia station to inspect the new design, which it is 
pe vill enable the company to improve a number of services 
ne wv received by the Chairman, Senhor Vasconcellos Corréa 
I leading officials of the railway The engine subsequently 
for Entroncamento. This new class is able to haul loads up 
to 1,200 tonnes and achieve a speed of 95 km.p.h. (nearly 60 m.p.h.). 
Portu il formerly has been a large buyer of German engines and the 
placing of orders in North America is an interesting development. 
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C. E. Fairburn 


it is a matter of great regret that Mr. Fairburn’s death, which 

occurred on October 12, 1945, cut short a brilliant career only 
some eighteen months after his appointment as Chief Mechanical 
& Electrical Engineer, L.M.S.R., although 1938 he had 
acted as Deputy Chief Mechanical Engineer, in addition to his 
It was during this period in 


since 


juties as Chief Electrical Engineer 
particular that his R.A.F. experience in the war of 1914-18 stood 
to quote Lord Royden’s words at the L.M.S.R. 
innual general meeting in March, 1945, he played a prominent 

irt in the Armament Experimental Station of the Royal Air 
Force at Orfordness ’’), and assisted him in the reorganisation of 
it Derby, both for the production of 
damaged aircraft There 
would have 


him in good stead 


certain ol 
1eroplane 

is thus no real opportunity to 
rolling stock on that great under 


the workshops c 
wings and for the repair of 
observe how he 
influenced the transport and 
taking: but if his earlier achievements can be taken as a guide 
he would certainly have made a worthy successor to Sir William 
Stanier 

Mr. Fairburn has been 
engineer, but in fact he was a fully qualified mechanical engineer 
is well, and was able entirely to justify the dual title of his 


Although he did not maintain his connection with 


regarded by some as an electrical 


.ppointment 
railways throughout his career, Mr. Fairburn’s associations with 
the L.M.S.R. were of In 1910 he became a pupil 
Henry before he 
turned to the electrical 4 
Newport-Shildon line on the old N.E 
former Chief Electrical 
M.S.R. in 1934 


long standing 


of Sir Fowler on the former Midland Railway 


the electrification of the 


industry | 
R.; and it was as a successor 


nk 


to Colonel Cortez Engineer 


In addi- 


Leigh, the 


that he re-established himself on the L 


tion he took a great interest in diesel-electric traction, and was 
the author of some important contributions to technicad literature 
on that subject In the realm of steam traction, he had little 
chance to show what he could do, but a few months before his 
untimely death he indicated the value he set upon a plain, 


straightforward design by assuming responsibility for the con- 


struction of a new series of 2-6-4 tank engines in which economy 
of materials, simplicity in erection, and reduction in maintenance 
notable features 

To us of The Railway Gazette, Mr. Fairburn’s death is also a 


distinctly personal loss. He was a frequent correspondent; always 


costs were 


st helpful in the preparation of articles and never reticent. W< 


r 
gratefully remember the keen interest he took from its start in 
ir monthly Diesel Railway Traction Supplement Only _ three 
lays before his death he wrote For your information, I am 
going into hospital again soon for a check up and I hope that I 
hall shortly be able to contact 1 th a view to making ce 
finite arrangements for our next meeting hich, alas, was never 
take plac 


The Trend of Steel Prices 


greater measure of stability in the price levels was 


A FAR 

achieved during the recent war than was the case during that 
of 1914-18 
rise in the general price index throughout the war, and from the 
base of 100 it had reached a level of 230-1 by the end of 1918 3y 
1920 it had moved up to 316-6 


On the basis of 1913, for example, there was a steady 


On the other hand, taking the 
last full pre-war year again as the basis—1938—the increase in 
the general price level to the end of June this year had been only 
from 100 to 168-7. It is possible after the war that there may be 


ird adjustments if some of the special wartime arrangements 





to control prices, for example, food subsidies, are removed, but it 
does not appear likely that this would result in anything like the 
rapid increases which followed the 1914-18 war. The tables below 
give the 


and coal, for the two seven-year periods embracing the wars 


relative index numbers for general prices, iron and steel, 


General Iron General Iron 
Period Prices and Steel Coal Period Prices and Steel Coal 
1913 100-0 100-0 100-0 1938 ; 100-0 100-0 100-0 
1914 100-6 85-9 98-3 1939 ‘ 101-6 94-5 98-3 
1915 ' 123-5 109-5 122-9 1940 aoe 135-0 114-4 113-8 
1916 160-1 140-7 153-2 1941 150-8 130-1 129-5 
1917 ; 208 -6 151-8 164.7 1942 . 157-6 131-2 138-9 
1918 230-1 165-2 205 -7 1943 Ses 161-0 131-4 150-8 
1919 254°5 226-0 268-7 1944 ya 164-4 132-3 169-8 
1920 .. 316-6 347-9 340-0 1945 (June) 168-7 136-1 197 8 


One of the outstanding factors contributing to price stability in 
the recent war has been the stabilisation of steel prices since the 
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1941. As will be seen from the above tables, the 
average increase in iron and steel prices since 1938 has been only 
36 per cent. which is all the more remarkable when it is compared 
with the 100 per cent. in coal prices and the increase of 135 per 
cent. in those of coke. Equally, the increase in steel must be 
considered moderate when compared with the rise of almost 70 per 
cent. in the general wholesale price index 


beginning of 


[It is in the light of these facts that the question is now being 
considered as to whether the present position can be maintained. 
One of the main factors in keeping down steel prices has been the 
use of the Ministry of Supply Central Fund. Comments in the 
reports of the Public Accounts Committee and similar bodies 
indicate-that this fund was running into deficit by 1943 and was 
beginning to draw on surpluses which had been accumulated during 
previous years. Since early in 1944 there have been three increases 
in coal prices which together total 10s. 6d. per ton and have thrown 

oal prices substantially out of line with those of other 
ommodities 

Coal is the largest single cost item in steel production and it is 
practically certain that the effect has been to put the steel price 
position out of The 
suffered great increases in its costs as a result of higher coal prices, 


balance railway industry which also has 


is closely concerned with the level of iron and steel prices, as also 
are the many railway equipment supply undertakings which cater 
not only for the British railways but also in large part for the 


export trade. At present rails, tyres, wheels, and axles are 


among 


the few items of deliveries of finished steel products which show 


\ugust weekly compared with that 


in increase in the 
for. July 


iverage 


Labour Requirements of the Railways 
manpower which is 


OME indication of the acute shortage of 

confronting the railway companies is given in a recent article 
in The Ministry of Labour Gazetle. This deals with the 
of civilian industries, and points out that although large numbers 
of men and from the Forces and from 
munitions work in the next few months, the numbers of workers 
available for placing in civilian industries in general will be con- 
siderably less than the total of the projected releases. Many oi 
the released munition workers are their right 
to withdraw entirely from employment, especially in the case o 


expansion 


women will be released 


expected to exercise 


women. Many others of the released munition workers will be 
retained by their present employers for civilian produc tion. Some 
f the released workers will be young men, who hitherto have 


individual deferment, and these will be 
take the places of men 


remained in civil life by 
posted to the Forces to 
in Class B. 

\ number of industries and services, 
as being in urgent need of 
being made by the Government to 
ir experienced ex 
operatives from munitions work and by encouraging others who 
ire looking for new jobs to consider these industries as openings 
for settlement in permanent employment The rail and road 
transport have vacancies immediately for some 30,000 
men and women Many more workers will be needed, however 
during the next few months, if services are to be maintained at 


released 


including transport, are 
mentioned workers, and it is stated 
that special efforts are now 


issist them by promoting the re-transfer of the 


Services 


the necessary levels. On the railways, civilian passenger and goods 
traffic is increasing steadily, and heavy commitments continue for 


military purposes. Passenger services cannot be restored fully 
until the necessary labour is available and until the considerable 
arrears in the repair and replacement of locomotives and rolling 
stock can be overtaken 

During the war, 
motive. carriage and wagon workshops, and ancillary businesses) 


road and rail services (excluding railway loco 


released for the Services and war factories some 220,000 men, of 
1 pre-war total of approximately a million. They have been able 
to carry on only because some 150,000 women joined the industry 
during the So far, despite the priority which has been 
given to certain transport vacancies, it has not been possible io 
provide anything approaching the numbers required. Therefore it 
is appreciated that further efforts are being made, by co-operation 
between the Government Departments concerned, to speed the 
return of former transport workers and to attract new entrants. 
At the railways, workers are wanted in the first instance as 
goods and parcel porters, engine and carriage cleaners, engine shed 
workers and labourers for the permanent way and other sections. 


war 
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From these basic grades, workers may be upgraded to many other 


grades, including shunters, signalmen, guards, firemen, drivers 
train examiners, capstan-men, carters, gangers, and signal and tele. 


graphic linesmen. In the operating and permanent way, 


7 gtades 
there are vacancies for about 


11,400 men and 1,650 women. A¢ 


least 1,000 additional clerical workers are wanted mainly its 
booking and goods offices; openings exist for both adults anq 
juveniles. Railway workshops offer opportunities for almos; 
every type of engineering and ample opportunity for training for 
those who wish to follow this career; the total immediate vacan. 
cies are about 4,000. 
* * * + 
European Inland Transport 
HE formal establishment of the European Central Inlang 


Transport Organisation (E.C.I.T.O.) took place in London 


on September 27 (as we recorded briefly in our October 5 issues 
page 350), when representatives of eleven of the United Natio; 


signed the agreement, which remains in force for two veai The 


new organisation is to “ provide for co-ordination both in th, 
movement of traffic and in the allocation of transport equipment 
and material, with a view to ensuring the best possible movement 


of supplies both for military forces and the civilian population 
and the speedy repatriation of displaced persons, and also with a 
view to creating conditions in which the normal movement 

traffic can be more rapidly resumed.”’ This is the result of | 
which began in the summer of 1942, 
Committee on Inland Transport (T 


inning 
when the Technical Advisor 
\.C.1.T.) was created as part 
of the Allied Relief Bureau, which was set up by the Allied Govern 
ments to plan for the relief and rehabilitation of Continental Euro, 
after the war. 

T.A.C.1.T. had as members the representatives the 
Government of the United Kingdom, the U.S.A., and all th 
Continental Allies, namely Belgium, Czechoslovakia, Franc: 
Greece, Holland, Jugoslavia, Luxembourg, Norway, and Poland 
The U.S.S.R 
procedure 


was not represented, but was kept informed of al 
and planning throughout. When U.N.R.R.A. was 
established, the A.R.B. ceased to function with the exception of 
r.A.C.LT., it having been decided that transport planning in 
Europe covered a wider field than relief and rehabilitation, which 
were the functions of U.N.R.R.A In October, 1944, a conference 
was called in London, which conference has continued its sessions 
intermittently until the final one on September 27. The long 
delay was caused by political issues, chiefly the problem of the 
recognition of a Polish Government. 

In the meanwhile, a Provisional Organisation for European 
Inland Transport was created on VE Day, May 8, when the end 
of hostilities then in view emphasised the need for a co-ordinating 
transport organisation in Western Europe. Its member governments 
were the United Kingdom, the U.S.A., Belgium, France, Holland, 
Luxembourg, and Norway. The Provisional Organisation accepted 
as its charter the draft agreement for E.C.1.T.O. as it then stood 
Some of the achievements of the Provisional Organisation are 
The establishment of an office to control and regulate the exchange of 
rolling stock between the railway systems of Western Europe, in- 
cluding the zones of occupation in Germany under member-govern- 
ment authority; the procurement, allocation, and delivery 
many items of transport equipment from war surpluses, notably 
lorries ; and the co-ordination of military and civilian requirements 
of transport through the establishment on the continent of 
Office for Relations with Military and Occupation Authorities 
A meeting is to be held in Brussels on October 22 and the following 
days to establish through railway passenger services for official ust 
and a census of rolling stock is to be taken in the near future. Th: 
Provisional Organisation has issued its first report on transport 
conditions, copies of which may be.obtained by interested parties 
This Organisation has worked with Headquarters in London and 
Regional Offices in Paris, Brussels, and the Hague, and a repre- 
sentative in Luxembourg, together with a rather larger Regional 
Office for the Relations with Military and Occupation Authorities 
to cover the problems in which occupied ex-enemy zones at 
involved. The experiences gained in the few months of existencé 
of the Provisional Organisation, which now has a staff of 142, will 
be of value to the work of E.C.1.T.O., of course. 

The initial members of the E.C.1.T.O. are the Allied Governments 
in Europe, the United Kingdom, the U.S.A., and U.S.S.R._ The 
three Great Powers control as occupation authorities the large 
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ex-enemy territories. Denmark will be invited to join as an 
accept United Nations partner. Sweden, Switzerland, and 
perhaps Turkey may also join in view of their rail connections in 
Europe. Then the whole territory of Continental Europe willl be 
covere forming an economic unit. Spain and Portugal are to 
be left out, as neither their railway systems nor their other inland 


transport (road and waterway systems) are integrated as to gauge 
vith the rest of Europe. For the same reason the Eastern border 
f the territory involved is along the Eastern Polish and Roumanian 
frontier and the Black Sea. Incidentally, we understand that 
the definite decision has been taken by the Polish Government, with 


the concurrence of the U.S.S.R., to adopt the European standard 
gauge of # ft. 8} in. It is reported that those tracks converted 
temporarily by the Russians to 5 ft. (such as the Warsaw-Berlin- 
Potsdam line) were restored to standard during the latter part of 
September. The E.C.1.T.O. thus deals with a standard gauge 

[he report of the Provisional Organisation, to which reference is 
made above, is a general survey (dealing principally with Western 
Europe) of the current position:of transport in the individual coun- 
tries. It is arranged in four main sections, namely: railways, 
inland waterways, road transport, and ports. The statistics are 
necessarily incomplete, and are not strictly comparable with one 
anoth but we have extracted the following figures as giving a 
general picture :— 

APPROXIMATE ROLLING STOCK STATISTICS 
(Including foreign stock) 
At Liberation 
Pre-war (including July, 1945 
damaged) 

BELGIUM 

Locomotives 3,500 2,500 2,555 

Passenger stock aa 7,836 4,800 

Goods wagons... bea 105,000 60,000 71,000 
FRANCE 

Locomotives 15,800 3,000 13,431 

Passenger stock 30,000 6,000 — 

Goods wagons 450,000 100,000 316,750 
HOLLAND 

Locomotives 865 772 

Passenger stock 2,000 700 

Goods wagons 30,000 10,000 

In regard to Greece, The Railway Gazette of August 3, 1945, is 


at length, but for other Eastern European and Balkan 
tries the details are admittedly scanty. To give some impres- 
ion of the extent to which international rail movement is 
, a table is appended showing through services available for 
ngers and for military personnel between countries in Western 
Europe at the beginning of August. In a number of instances 
lange of train is still required at the frontier, but the service is, 
nevertheless, of a through character. The list must not be regarded 
aS indicating all frontier points which are open, as certain others 
are available for freight traffic or local passenger traffic. 








now 


INTERNATIONAL RAIL SERVICES IN WESTERN EUROPE, 
AUGUST, 1945 
No. of through 
passenger services 


Route in each direction 
daily 
—CIVILIAN 
Paris—Brussels ae ose _ eo ioe aor = meee 2 
Paris—Liége one nes nen ove ne on owe | 
Paris~-Metz-Saarbriicken mar as is si ‘ sas | 
Paris Le {Zurich \ 
Luxembourg f Bale \ Chiasso / si a ee = oe ' 
Paris-Dijon—Berne ’ Sila a ie ahs mim pe 2 
Paris-Belfort—Berne ie aaa ae wees ‘a aa ie 1 
Paris-Vallorbe-Lausanne-Geneva mn saa ae ‘ine ~~ 2 
Toulouse 
_ Geneva _ “ Pear vas oe ao - 1 
Barcelona 
Paris~-Cerbére—Barcelona ne ise oe = uae a | 
Paris-Irun—Madrid — ate nets am aie ‘an = 1 
Antwerp—Holland (via Roosendaal) ... re dae ats ote I 
I, MILITARY 
Calais-Brussels_... = was enn vn aa par ios 4 
Paris-Jeumont—Charleroi-Liége (Kinkempois)—-Maastricht—Miinchen- 
Gladbach-Kassel al is e- oli a — nee ! 
Paris-Nancy-Sarrebourg— Strasbourg — Karlsruhe —- Ulm — Augsburg 
Munich ae — nice vee are evn Jan one 
Paris-Nancy—Sarrebourg—Karlsruhe—Ulm-—Augsburg—Nuremberg ... ! 
Strasbourg—Lindau (via Kehl) ... = id a <a a ! 
Calais-Amiens—Creil-Paris (Noisy-le-Sec)—Dijon-Vallorbe-Domo- 
dossola—Milan ... eas one we aes pee i oon | 
Dieppe—-Pontoise-Paris (Noisy-le-Sec)—Dijon—Vallorbe-Domodos- 
sola—Milan ‘se vas ane aia tes ose RE eee ! 
Dieppe—Pontoise-Paris (Noisy-le-Sec)—Limoges-Toulouse—Mont- 
pelliér—Nimes—Marseille-Toulon = ow eee ond aon i 
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All the French frontier crossings are open for traffic (including 
the famous Kehl railway bridge over the Rhine near Strasbourg), 
with the exception of Modane (because of heavy damage to the Mont 
Cenis Tunnel), and Ventimiglia (by reason of destruction in Italy). 
* * ~ * 


The British Railway Officers’ Guild 

N our June 30, 1944, issue we gave details of the initial steps 

which had been taken to form a British Railway Officers’ Guild, 
the object of which is to safeguard the collective interests of the 
officers and higher administrative and technical staff of every 
branch of the British railway companies, the London Passenger 
Transport Board, and the Railway Clearing House. The proposal 
to form a Guild received the approval of the General Managers of 
the companies concerned and further preliminary work for the 
establishment of the Guild and putting it into a position to func- 
tion has been proceeded with. It has now been decided, and 
approved by the Wardens and the Executive Committee of the 
Guild, at a recent meeting, that the Executive Committee shall 
consist of not more than two members from each company and 
the London Passenger Transport Board and one from the Railway 
Clearing House, one member of the Committee, to be elected by 
themselves, to be the Master of the Guild. The management of the 
Guild is to be vested in the Executive Committee. Mr. L. F. 
Rowlandson has been elected as the first Master of the Guild. The 
Executive Committee consists of the following members :— 

GREAT WE>TERN RAILWAY 


E. C. Cookson, Divisional Engineer, Newport. 
S. G. Hearn, Principal Assistant to Superintendent of the Line. 


LONDON MIDLAND & SCOTTISH RAILWAY 
A. L. Castleman, District Goods Manager, Broad Street. 
L. F. Rowlandson, late Superintendent of Organisation and Staff (Commercial 
Operating). 


and 


LONDON & NORTH EASTERN RAILWAY 
W. E. Green, District Superintendent, Kings Cross. 
H. R. Statham, District Goods Manager, Leeds. 


SOUTHERN RAILWAY 
W. J. England, late Superintendent of Operation. 
A. E. Hammett, Commercial Superintendent. 


LONDON PASSENGER TRANSPORT BOARD 
S. P. Jones, Assistant Solicitor, Common Law. 
A. J. Webb, Operatng Superintendent (Outdoor) Railways. 


RAILWAY CLEARING HOUSE 
W.-H. Mills, Principal Assistant to Secretary. 


The Executive Committee has appointed Mr. W. J. England to 
the post of Honorary Treasurer, and it is proposed to appoint a 
permanent Secretary of the Guild with Headquarters in London. 
The Executive has also decided to make application for a Charter 
of Incorporation at an early date. 

We have learned of these developments with satisfaction, for 
during the past few years we have several times directed attention 
to the anomalous position, vis-a-vis the members of the railwaymen’s 
unions, of the junior officers and salaried supervisory assistants 
with remuneration of £500 and over. This group of officials holds 
important executive positions under the managements, and since 
the recognition by the companies of the railway trade unions in 
1917, they have found themselves, due to their correct allegiance to 
the managements, in an inarticulate position as regards making 
any representations they wished to put forward. Unlike the other 
grades, these executive officials were not in a position to make any 
concerted approach to the management or directors on vital 
points affecting their welfare and conditions of service, and the 
formation of the Guild in complete acquiescence of the managements 
is certainly a commendable accomplishment, and one which will 
rectify this erstwhile anomaly in a future which is charged with 
possible important changes in the railway world. 

By virtue of their position and devoted services to the com- 
panies over long years, these men have acquired a status and have 
earned privileges which should not be prejudiced by any nationali- 
sation proposals, and now that they have grouped themselves in a 
Guild, they will be able to exert a watchfulness and guardianship 
over their rights and privileges which, had they remained quiescent, 
might have been held in light esteem. It is well, also, that the 
protection of the Guild has been enlarged to embrace those who 
have retired from the railway service, as these members also have 
important rights in respect of pension and privileges which should 
be safeguarded in any future alterations which are made in the 
structure of railway organisation. We extend to the officers and 
executive committee of the Guild our good wishes for the success 
of their work. 
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LETTERS TO THE EDITOR 


I} Editor is n 


»t vesponsible for the opinions of correspondents) 


Alternative for ** Enthusiast ” 


Essex House, Essex Street, 
London, W.C.2. October 8 
To THE Eptror oF THE RatLway GaAZETTI 
SIR I do not follow Mr. W. R. Jenkinson’s contention that 
man should be called a Railac,’’ because he possesses and 
treasures Bradshaws, both present and past 
If the rules of the game permit a competitor to have two shots 
| tr igall ind submit Prorailwavist 
Yours faithfully 
KENNETH BROWN 
Railway Wages 
London October 8 
fo THE Epitor oF THE RaI_Lway GAZETTE 
SIR Would you please allow me to reply to Mr. Eric E. Savage’s 
of September 29, although it is mostly irrelevant It was 


letter 
\ that only 


iginal criticism was directed solely 


ver suggested wage 


re greater output justifies increases. 
rhe o1 


at the August settlement 


Railway wages had been adjusted five or six time during the wa 
nd th ir advances offset any increase in the st of living 


cost of these concessions at £50,000,000 a 


You have given the 





vear, so that the railways would be bankrupt, if returned to privat 
ownership, as soon as war traffic ceased When that is the state 
of the capital and labour employed in any industry, there can be 
no case for further general wage increases unless prices can be 
raise rr output can be improved Now, railway charges cannot 
be raised without killing traffic and railwaymen propose to work 
ess in futur In these circumstances, the Government was not 
justined in granting another £20,000,000 to the railway staff as 
whol 

Che questior f the minimum wage is quite a separate matter 
and was not discussed in either of my letters 


It mav, however, 
that there are railwav stockholders 
than k, as they receive little 


m. their investments 


Mr. Savage to know 





vho have to live on much less 

or no return 
Yours faith ully, 

** VIGILAD 


Revolving of Locomotive Boilers During Repairs 











P.O. Box 546, Haifa 
Palestin S mber 29 
fo THE EpitorR oF THE RAILWAY GAZETTI 

SII Perhaps you will permit me to reply briefly to th bser- 
vations which readers have made Whilst WS has been so 

id as t iy that th iethod simplified, under conditior 
tl peration, | specially pleased that it former 
t id to be regarded is a tiresome and diff ye 

! must own that my motive in making it known was less altruistic 
than he has so kindly imputed it to b is I explained at the time 
[I wa eking informati and I have not succeeded in my quest 
is to whether boilers are being turned precisely in this way els 

here Chere iS » Intention on my part that it shou be 

garded as a proposal nor any anticipation that it would b 

Your correspondent, whos¢ iews you refer t n yur issue ¢ 
June 29, | | must also have sensed it as sucl la 1 le W 
take it in g | part, the if | pertly mu 1 Nobody axed l 
Sir re replyi 

On the contrary, th rapping of the slings is most expeditiously 

ne $ ne I eacl $ mvenient suspen led from ne 
preader already attached to the hook, a1 thus, the operator 

as favourably placed as the man who, leaving his braces attached 

He has misread m« Before suggesting that I had over-stress« 
the need for very accurate angular setting, I wrote: “ Jf it is very 
important there is no limit et surely it depends on what 
is to be don renewin moke-box or just stays and tubes, fo 
exampl in elaborate set-up with locating by stops or engaging 


x thumbs and eyes as of 


devices 


yore 





\ll honour to the ladies who perched in lofty cages have deftly 
aided man at his clumsiest as he bull-dozes a stubborn boiler off 
its feet, but there be in giving them a break 


what harm could 
from strain and anxiety 

Anyone with a fondness for special purpos« 
and executed with the which it <¢ 
admire the one depicted by Mr. Bond, 
a departure in principle 

[ have to say it was very decent of Crewe—more than that from 
a Swindon apprentice would border on fraternisation—to volunteer 
the that the method had given consideration. 
taper-barrel feature has to be studied individually—actually 
example illustrated has the intermediate section tapered, 


i Xl T 
sling-gear, planned 
fail to repay, must 


not it repre sents 


care innot 


information 


th 
Che 
the 


heen 
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American fashion, but this is clear of the point of application of th 
slings. The double sling was adopted merely as a convenier 
of avoiding the dome. The Crewe tapered types might 
permit the use of a single sling which would dispose of the « 


t means 
perhaps 
ficult) 


That word “ proposal’”’ is heady it can tempt the harmless 
unassuming user of some simple device to become a rabid booster 
thereof. Under its influence I could easily find myself *‘ proposing 


that Crewe subordinates its shop arrangements to the facilities it 
can muster or introduce for turning its boilers positively and s 
with maximum expedition ; that no more prizes be given for agility 
and cunning in stabbing at them from underneath, seeing that a 
boiler isn’t a shark ; that every operation be reviewed to see if ther 


would be any gain in turning to another angular positi befor: 


effecting it—suggestions that it be revolved whilst under test 
for the inspector’s benefit ; that it gets its coat of oxide and n its 
coat of magnesia whilst revolving, will have to be dealt with firm] 


of course (seeing that more often than not people who have spent 
lifetime in supervising locomotive repairs never acquire int 
and so sympathetic knowledge of all the details of boiler repairs 


one should be allowed to listen at the keyhole whilst the boil ikers 
talk and the progress people listen and then, “let the boilers 
turn,’’ as Mr. Priestley might say 
Until such time as the one crab crane becomes completely) 

in the up-to-date boiler shop, I have, in conclusion, one su sti 
for making do with it It is t lect in the sling Lit 
“pay-out by gravity lowering block with pay-out equa half 
the barrel circumference plus a small margin 1 will be honest and 


admit that when I asked the makers of that form. of ta 


their opinion they said that it may have an element of n¢ ty- 


they would hesitate to go beyond that They were also cot 

with the amount of lift and the consequent weight of the bl at 
least I think that was their meaning—and apprehensive about the 
available height of lift in the average shop; they were, | ver 


figuring on a complete revolution instead of half, which there is 
1 1iivantage in ex ling 
Yours faithfully 
A. L. JONES 
Hemel Hempstead-Harpenden Branch 
146, Marlborough Road, 
Romford, Essex. October It 
[To THE EpDITO 9 THE RAILway GAZETTE 
SIR Mr. Sekon, in his recent letter on the above s 
mentions a train of horse boxes being worked by a G.E.R 
motive to Harpenden, G.N.R his special train ran from N 
market to Harpenden, G.N + Cambridge, Hitchin, and H 
[ remember seeing it passing through Welwyn station severa irs 
} 


in succession from about 1903 onwards 


As regards the line west from Hertford being continued ross 
the G.N.R. to Luton, I think this is doubtful In volur 88 
page 192, of your contemporary, 7 Railway Magazine, th ) 
ing answer is given to a correspondent 

The Hertford & Welwyn Junction and the Luton, Dunst & 
Welwyn Junction railways we! both constructed, worke« 


as independent railways They were amalgan 


maintained t 
May, 1858, but the L.D. & W 





which was only in existence b 
Dunstable and Luton by that date, was not completed to W 
Junction till 1860 \t Welwyn Junction connection was 
with the G.N.R., whose trains stopped there for that purpos 
The Hertford, Luton & Dunsta was eventually leas nd 
finally acquired by the G.N.R br September, 1860, the G.N.R 
discontinued the use of Welwyn Junction, and the branch 
ran through to Hatfield \t later date independent li 
both branches were laid r the 24 miles 

Part of the earthworks for a bridge over the G.N.R. can st 

be seen just north of tl res Welwyn Garden City Stati 


Yours faithfully 


H BYG 
Modern Carriage Design 


Cambridge. October 


[fo THE Epito 9 THE RAILWAY GAZETTE 
SIR Would you kindly allow me to continue the correspon 
on this subject The diagram of the Southern Railway po 
composite coach in your October 12 issue shows how a moder! 
third class coach could be built to carry 64 passengers. Th 


mut th 


The 1 


first class compartments and the middle doors 
same space as five third class compartments would do 
rer are not essentia 
\n open coach with a central corridor would be cheaper to bu 
but it the earning power the vehicle, due to the increas 
seating capacity, that matters most Our railways do not appt 
to give sufficient attention to the need for working passenger tratfh 
economically by reducing the amount of deadweight hauled for 
each person carried. The bus pays because a double decker is a 
quarter of the weight of a railway coach and carries as many p¢ yple 
Yours faithfully, 
“EAST ANGLIAN 


OCCUPY 


Ors 


1S ot 
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The Serap Heap 


Many problems will arise in connection 


with the nationalisation of coal mines and 

railways Passengers, for instance, will be 
luctant to leave their cosy waiting-room 

fires to board their punctual trains From 
( wia n “* Punch.” 


* x * 
DINBURGH & GLASGOW RAILWAY 
[his railway will soon have the advantage 


{ electric telegraph rhe poles are 
pl ym the north bank, at the distance 
f rty or forty yards from each other, 


ipport a single wire at the height of 


fift or eighteen feet above the ground. 
Tl vork is only in progress, and when 
W w it recently, was carried as far as 
Li nevow Fron ‘The Scotsman’’ of 
S ber 20, 1845 

. - * 


re is a spirit of enterprise on the 

Southern somehow that I miss elsewhere 

[he express which flashed through Clapham 

purred on its way by the whoops of 

it of some boys admiring the great 

Merchant Navy ’”’ locomotivé rhe 
Southern, thought I, is fully alive. 


Waterloo the intention to travel is 
panied by broadcast musi Addi 
very modern tea bars have been 


here are plenty of attendants 

Other lines please copy. And by the way, 

t comes of the railway sandwich now 
1-Lease has removed the spam 


The Recordei 


* om * 
100 YEARS AGO 


From THE RaAtLtway TIMEs, Oct. 18, 1845 





STHMUS of PANAMA, under the Protection of 

the Great Maritime Powers.—Capital 20,000,000 

francs, or £800,000, in shares of 500 francs, or £20 
each; deposit £2 per share. 

_A Company is formed in Paris, under the provisions 
of the French law, which limits the responsibility of 
the shareholders to the amount of their subscription, 
cumposed one half of French and the o¢her half of 
British interests, to open a communication by a Rail- 
way across the Isthmus of Panama, and other works 
of great advantage to the commerce of the world. 
prospectus, with full particulars, will be shortly 
In the mean time applications to the ex- 






Bag 





it of one-half of the shares (the other half being 
scribed for in France), addiessed to the Cx 





- 
ee of the Panama Railway Company, will be re- 
cei by the bankers of the Company, Messrs. 
Fuget, Bainbridges, and Co,, St. Paul’s Churchyard. 

No applications can be attended to unless accom- 
panied by a satisfactory reference. 














“They seem to have staggered these rush hours 
remarkably well” 


Reproduced by permissios 





1 of the proprietors of “ Punch” 
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EscAPE 

At Denver, Colorado, James Spitzer, 76, 
was catapulted through a car roof in a 
collision and fell on the railway line in 
front of a freight train. It passed over him 
as he lay dazed between the rails, and he 
escaped with a broken leg. He does not 
remember the train at all.—Fvrom ‘‘ Cook’s 
Column ”’ in ‘‘ The Evening Standard.” 


a * es 


Horipays By L.M.S.R. 

During the holiday months of July and 
August a million-and-a-half persons tra- 
velled by L.M.S.R. to Blac kpool, a million 
to Southport, 600,000 to the North Wales 
Coast and 100,000 to the Isle of Man 
L.M.S.R. sailings on Lake Windermere 
were resumed at the end of July after a 
lapse of 3 years and to September 15, 
some 137,790 passengers took advantage of 
that popular trip. 

* * x 
CHE BANK AND THE BANKERS 

“It is all verv well,’”’ a banker remarked 
“to point out that the nationalisation of 
the Bank of England only gives legal form 
to present practice. Of course it 
but that makes all the difference between 
free will and compulsion.” 

The City will not feel the place. 
An era has come to a close; it has been 
closing for some years rhe pride of the 
bankers and merchants of England was 
that they did by common sense and 
adaptation what cther countries did not 


does 


Same 


achieve without bank crashes and legis- 
lation. -Now matters are being taken out 
of their hands The great building of 
the Bank, which is supposed to be worth 
{15,000,000 with its site, passes to th 


State, and the Governors, to whom bankers 
of all countries have brought their most se¢ 
ret problems, will be appointed by the 
state 

Regret rather than resistance 
be the City’s reaction No doubt it will 
soon get used to the new machinery, but 
much will depend on the type of directors 
who will be appointed to the first new Court 
by the Crown Fy The Mai 


seems to 


* * + 
HELPED THE ALLIES 


Stories are now being told of the liaisor 
work und French railwaymen 


rtaken by 








in sn ling members of the ‘under 
groun movement between occupied 
and unoccupied France, and the following 
is a particularly striking exampl 
\ courier with important 
despatches had to be 
sled into unoccupied 
tory It was a task 





called for great caution 
despatch were both impor 


tant and urgent I 





ul whos 
care should this compromis 
ing passenger be entrusted 
Surely no one wasmore clearly 
indicated to fill this role than 
Pierre Laval, the then all 
powerful Chief of the Vichy 


Government of collaboration, 


who travelled regularly be 
tween Paris and Vichy! His 
opinion on the matter was not 
asked. Alterations were mad 
to the locomotive tender, and, 
with the willing complicity 
of the driverand fireman, the 
clandestine passenger and his 
baggage were installed in the 
empty » provided 
Then, under the unimpeach- 
able if unsuspecting protec- 
tion of the Head of the Vichy 
Government himself, the 
of General do 


space 5 


emissary 









RAILWAY QUESTIONS AND ANSWERS 


Statement.—With security under a State 
pension scheme, there would be fewer strikes by 
railway workers, and the public would conse- 
quently get better service. 

Answer.—There has been no major railway 
strike since the general strike of 1926 which 
extended to State employees. Throughout the 
war there have been only few and small local 
strikes which were settled very quickly. Indeed, 
it has been notable that during the hostilities in 
Europe, our British railways, of all the public 
services, have been the least troubled with strikes. 
The railway industry under private ownership 
always has been remarkably free from major 
strikes, and this is largely due to the sound 
arrangements which have been evolved over many 
years in agreement with the trade unions for the 
settlement of differences in regard to rates of pay, 
hours of duty, and general conditions of service. 
The question implies that all State employees can 
look forward to a pension. This is not true. 
Indeed, there are many thousands of State em- 
ployees for whom there is no State pension, 
apart from the pension provided under the 
Widows, Orphans & Old Age Contributory 
Pensions Act, which applies to all industries, 
whether or not State controlled.—from ‘‘ Answers 
to Questions and Statements,”’ issued by the British 
Main-Line Railway Companies, 22, Palace Chambers, 
London, S.W.|. 











Gaulle passed by the Gestapo guard 
standing to attention in Moulins Station. 


* * * 


VANISHING RAILWAY 

Most fantastic of all the stories of recent 
bandit activity in China is told by Mr. J. 
Nathan, the British chief of the Kailan 
mining administration 

He reported that the entire railway 
between Wei-Hsien and Tinanfu had been 
bodily transported into the hills. Rails, 
the sleepers, and even the telegraph poles 
overnight From an article b 


Daily Mail. 


* * * 


vanished 


Geo) Voorard in “ The 


[TRANSPORT BY CORRESPONDENCI 

Even during the war, despite all the 
control, the actual transport work has been 
done by the transport undertakings them 
selves. One has a great admiration for the 
Civil Service, but it is a fact, capable of 
roof, that it has had very little influenc« 
on the practical transport work done, 
apart from the issuing of restrictions. There 
h: ereat deal of ‘ post-office ”’ 
een numerous Government De- 





} 


partments documents have reached 
the point of action, often causing irritating 
\ | have heard of cases where urgent 
nents have passed through 15 “ post- 
office intermediaries before reaching the 
man on the job Transport cannot be 
operated by correspondence, and the larg 
amount of the latter due to Government 
control has meant an extra burden on over- 
ked officials ‘““ A correspondent 

authority and long experience of transport 
broblen n an article in ‘“‘ The Financia 


ve tore 











* * x 


[ AILPIECE 

October 23 is Budget Day 
On Tuesday next one topic stirs the town 
Will income tax keep still, go up or down 
Che railwayman, so human, never lacks 
\ painful interest in income tax, 
And feels that his finances would revive 
If they reduced the standard rate to five 
But obstacles impede the noblest plan 


Let caution be your watchword, railway 


man ! 
Not readily expenses can be lopped. 
The nation’s bill is high though wars have 
stopped, 
And, railwayman, you must not think it 
strange 
To hear the Chancellor 
change !”’ 


announce ‘“‘ No 
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AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


National Hotels 

The South African Railways & Harbours 
Administration proposes to build two 
national hotels in Capetown and Pretoria 
respectively. These will have the most 
up-to-date fittings, and will provide the 
finest comfort that American and European 
experience can provide: they will rank with 
the finest hotels in the world. A special 
Union Government mission is at present 
inspecting hotels in America. The mission 
recently completed a tour of South America, 
and after Canadian hotels have been in- 
spected, visits will be paid to Great Britain, 
Sweden and Switzerland. 


New Locomotives and Wagons 
Efforts to increase the engine-power 
resources of the South African Railways are 
producing reasonably satisfactory results, 
largely because of the co-operation of the 
British authorities. Among the orders 
placed in Great Britain was one for 30 


class ‘‘15F’”’ engines, another for 60 of 
the same class, and one for 50 class ‘‘ 19D ”’ 
locomotives. The first order has been 


executed, and of the second only 27 are 
still outstanding. Of the third order, three 
have arrived in the Union and one has been 


shipped. Six of ten electric locomotives 
ordered in Great Britain are already in 
service. 


During July 216 wagons were placed in 
service. Of these, 27 were imported from 
Great Britain and 162 from Canada, 25 
were built by a private firm in the Union, 
and two were built in the railway work- 
shops. The manufacture of wagons in 
railway workshops has slowed down appre- 
ciably on account of the insistent demands 
made by repair work 


WESTERN AUSTRALIA 


Level Crossings and Safety First 

Referring to recent prosecutions of 
motorists for crossing in front of locomo- 
tives at railway level crossings, a Railway 
Department spokesman said that regula- 
tions under the Traffic Act required that 
drivers of road vehicles should bring their 
conveyances to a standstill at certain 
roadways designated major highways before 
entering or crossing those thoroughfares. 
The object of this precautionary rule was 
to safeguard the users of roads against the 
unthinking or careless driver. All railways 
were major traffic arteries, and all level 
crossings were points at which the wise 
road user stopped his vehicle until he was 
satisfied that there was no danger of an 
approaching train. The State Railways Act 
provided that, if any person drove or 
attempted to drive any vehicle or animal 
across a level crossing or elsewhere on a 
railway when an engine or any Carriage or 
wagon on the railway was approaching and 
within a quarter of a mile from such 
crossing, he should be liable to imprison- 
ment for any period not exceeding six 
months or to a penalty not exceeding £50. 


In railway safe-working practice the 
human element was eliminated as far as 
practicable, with *the result that the 


Western Australian Government Railways 
had -conveyed over 500,000,000 passengers 
since their inception without a single 
fatality to a paying traveller. That 
distinction, however, could not be claimed 
for railway level crossings. There had 
been fatal accidents at crossings, both 
where there had been no warning protection 
devices and where those appliances had 


been in operation. There had been instances 
of motorists having driven straight into 
closed crossing gates, and many occasions 
when warning bells and lights indicating 
that a train was approaching had been 
ignored. 

The spokesman added that trains had 
the right of way over road traffic ; never- 
theless, engine drivers were instructed to 
whistle loudly and keep a proper look-out 
when approaching level crossings. Many a 
locomotive driver had had to relinquish 
his job for months after an accident or 


near accident, which a motorist might 
easily have avoided; and some had had 


to leave the footplate permanently as the 
result of nerve strain arising out of level 
crossing mishaps. ‘‘ Safety First ’’ was the 
railway slogan, but, until it became the 
slogan and practice of road users generally, 
departmental precautions for the protection 
of level crossings never could be wholly 
effective 


INDIA 


E.I.R. Improved Passenger Service 

The East Indian Railway proposes to 
provide 18 additional trains shortly with 
a view to improving the passenger service. 


Announcing this at a recent press con- 
ference, the Chief Operating Superinten- 
dent of the E.I.R. stated that the 
administration would be able to give 


further relief to the travelling public only 
when rolling stock, requisitioned for mili- 
tary purposes, was released. 
Increased Train Services 

From October 1, the Great Indian Penin- 
sula Railway has been running 14 additional 
trains for passenger service on the Bhusawal, 
Nagpur, Itarsi, Jubbulpore, Dhond and 
other sections. Further improvements, it 
is stated, will be made after the stock now 
allotted to the Defence Department has 
been returned. 

From October 1 the North Western 
Railway restored the running of 40 passen- 
ger trains. 


UNITED STATES 


C.T.C. Through Feather River 
Canyon 

A complete subdivision of the Western 
Pacific Railroad, 116 miles in length, has 
been brought under centralised traffic con- 
trol; it extends from Portola to Oroville, 
California, and is controlled by a single 
machine located at Keddie, 40 miles from 
Portola and 76 miles from Oroville. The 
W.P.R., which acts as the western prolonga- 
tion of the Denver & Rio Grande Western 
Railroad from Salt Lake City, has a 928- 
mile main line extending to San Francisco, 
and is unique in that it has been con- 
structed through the mountainous country 
bordering the Pacific coast with no gradient 
steeper than 1 in 100. 

From Oroville, at the west end of the 
controlled section, the line has been brought 
continuously up the Feather River Canyon ; 
for the first 12 miles the gradient is 1 in 
250; for the next 100 miles the 1 in 100 
grade, with compensation for curvature, is 
almost continuous, although at only one 
point has a spiral location been necessary to 
keep pace with the rise in the valley floor. 
On account of curvature, which includes 
curves of 8} ch. radius, however, speed is 
severely restricted ; for 45 miles passenger 
trains are limited to 35 m.p.h. and freight 
trains to 25 m.p.h., and for another 15 miles 
the limits are 40 and 30 m.p.h. respectively. 


October 19, 1945 


Passenger trains are scheduled at an overal] 
average of 29 m.p.h. eastbound and 29.7 
m.p.h. westbound between Oroville and 
Portola, and freight trains at 17-4 and 18-8 
m.p.h. respectively (the lower figures 
on the rising grade). 

Train movements average from 18 to 
30 daily through the controlled territory, 
In addition to the layouts at Oroville, 
Keddie, and Portola, there are 25 loop 
sidings on the 116 miles of single track to 
permit the passing of trains, 70 of which 
hold from 85 to 102 bogie wagons. 


are 


Control Machine 

The control machine has 54 levers con- 
trolling a corresponding nuinber of switches 
at the entry to sidings, including two con- 
nections at Keddie, 55 levers controlling 
164 semi-automatic signals, and 27 levers 
controlling 38  electrically-locked hand- 
throw switches. A train graph records the 
passing of the trains at certain selected 


points. Coded track-circuits are used to 
operate the automatic signal controls; 
controls of switches and semi-automatic 


signals are sent out.and returned through 
two-line wires in accordance with the time 
code system of the Union Switch & Signal 
Company, which has been responsible for 
the installation. 


Philadelphia-Atlantic City Service 

To make it possible to handle the heavy 
summer week-end traffic between Phila- 
delphia and the New Jersey coast resorts, 
particularly Atlantic City, the Pennsyl- 
vania Railroad and Pennsylvania-Reading 
Seashore Lines have withdrawn all through 
trains on Saturdays, Sundays, and holidays 
between Broad Street and other Phila- 
delphia stations and the coast. Instead, 
passengers have been required to cross by 
ferry from Philadelphia to Camden and take 
the train there. In this way the railway 
journey has been curtailed by 10 miles in 
distance and about 30 min. in time, and it 
has been possible to make much more 
intensive use than would otherwise be the 
case of the limited number of locomotives 
and trains available in war conditions. 


BRAZIL 


North to South Through Lines 

Through communication by rail between 
the extreme north and south of Brazil is 
no longer a remote possibility . Some of the 
small joining lines are already completed, 
and earthworks are finished on the section 
between Collegio and Propria. 

Between Montes Claros and Monte Azul, 
and between Brumado and Monte Azul, 
representing the longest break in through 
communication, work proceeds rapidly and 
satisfactorily. Already trains are running 
from the southern side (Montes Claros) to 
Janauba. 

When all connections are finished through 
running will be possible from Livramento, 
in the State of Rio Grande do Sul, to 
Fortaleza and Natal, in the States of Ceara 
and Rio Grande do Norte, respectively. 
Some distances are given below :— 


NATAL TO LIVRAMENTO 


km. miles 
Natal to Caicara 138 85 
Caicara to Timbauba 167 104 
Timbauba to Serra Grande 250 153 
Serra Grande to Palmeira a: 143 
Palmeira to Propria (under construc- 
tion) ... os ee a aw ' 
Propria to Gert “ 272 169 
Geri to Brumado - ae .. 860 533 
Brumado to Janauba (under construc- 
tion) ... Ht on ad 345 214 
Janauba to Paraibuna oe ... 1,038 
Paraibuna to Sio Paulo sa -. 616 382 
Sao Paulo to Itararé 409 254 
Itararé to M. Ramos 884 548 
M. Ramos to Livramento 814 505 
6,151 3,843 
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FORTALEZA TO LIVRAMENTO 
km. 


miles 
Fortaleza to Crato an ie ... 660 409 
Crato to M. Lopes (under survey) ... 400 248 
M. Lopes to Petrolina veo ia 38 24 
Joazeiro to Barra so om —-- [an 213 
Barra to Itaiba (under construction)... 94 58 
Itaiba to Santo Antonio ite - 42 26 
Santo Antonio to Brumado ... -- 403 


Brumado to Livramento 


4,106 2,546 
6,333 3,927 

. map of the railways of Brazil, showing 
connecting lines under construction or pro- 
was published in our January 7, 


pose d, 
Ep., R.G.) 


1944, issue. 


NICARAGUA 


The Pacific Railway 

The Pacific Railway of Nicaragua (Ferro- 
carril del Pacifico de Nicaragua) is the sole 
means of transport between Corinto, the 
principal port, and Managua, the capital, 
for conveying oil, petrol, and other strategic 
supplies to the interior, and transporting 
for export) coffee, rubber, balsa wood, 
mahogany logs and lumber, other hard- 
woods, oilseeds, skins, sugar, and ipecac. 
The total mileage is 258, on the 3-ft. 6-in. 


gauge In 1942, the 9-mile Leon to El 
Sauce branch was opened, but 7 miles 
were removed from that line in 1944. 
During 1944 the Chinandega to Puerto 
Morazan line was reduced by a short 


section. No construction of new line is 
contemplated at present. 
Traffic 

fhe total freight originating during the 

uncial year 1943-44 was 203,042 metric 
ons, compared with 185,683 metric tons 
during the corresponding period of 1942-43. 
Express freight originating during 1943-44 
amounted to 14,083 metric tons, compared 
with 13,101 tons during 1942-43. 

Freight metric ton km. amounted to 
16,157,055; during 1943-44 freight metric 
ton km. amounted to 15,793,381. Freight 
train km. during 1943-44 amounted to 
70,376, compared with 52,050 in 1942-43. 

Passengers carried during 1943-44 num- 
bered 2,370,573, compared with 2,060,109 
in 1942-43. During 1943-44 passenger 
km. amounted to 83,609,770, compared with 
74,765,265 during 1942-43. Passenger train 
km. during 1943-44 amounted to 140,606, 
compared with 138,774 during 1942-43 


ECUADOR 


New Line Opened 

On August 10 the newly-completed 
fambo-Biblian section of the Sibambe- 
Cuenca branch of the National Railways 
was inaugurated, bringing the line to within 
38 km. of Cuenca, the third largest city of 
Ecuador. Railway officials announced that 
rails will be laid to Azogues, approximately 
6 km. beyond Biblian, by May, 1946. 


Railways under Construction 

Railway construction continued on a 
small scale on the Ibarra-San Lourenzo 
lit 

\ contract has been let for test drilling 
and other preliminary work in connection 
with the proposed railway bridges across 
the Babahoyo and Daule Rivers just above 
Guayaquil. The purpose of these bridges 
is to bring the railway from Quito into 
Guayaquil proper, thereby eliminating the 
delay and expense caused by the present 
ferrying of goods and passengers between 
Guayaquil and the present railway terminus 
at Eloy Alfaro (Duran). 

\lthough the Central Railway of Ecua- 
dor, which runs from Manta to Santa Ana, 
in Manabi Province, announced its inten- 
tion of ceasing operations on May 15, a 
token service is still being maintained, and 
negotiations are under way for the sale of 
the property to the Ecuadoran Govern- 
ment. The line has been operating at a 
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loss, and, with the construction of the 
Manta-Quevedo highway and _ branches 
therefrom, competition from buses and 
motor lorries will render continued opera- 
tions even less favourable than at present. 
It is expected that the line will be aban- 
doned eventually, and part of the roadbed 
used as a highway. 
Highway Connections 

Work is being pushed forward on the 
210-km. highway from Eloy Alfaro (Duran) 
to Tambo, completion of which will link 
Guayaquil and Cuenca by road. Con- 
struction as far as Manuel J. Calle, 60 km. 
from Eloy Alfaro, is scheduled for com- 
pletion by a United States firm in December, 
and the Ecuadoran Department of Public 
Works has completed approximately 14 km. 


out of Tambo, at the other end of the 
highway. Construction of the Manta- 
Quevedo highway by a United States 


company is proceeding actively east from 
Portoviejo and west from Quevedo. Both 
roads will give access to important agri- 
cultural areas hitherto virtually inaccessible 
during a considerable part of the year. 
Fare and Rate Increases 

Increases in goods and passenger rates 
averaging 20 per cent. on the Guayaquil- 
Quito, Sibamba-Cuenca, and Guayaquil- 
Salinas sections of the National Railways 
of Ecuador became effective on July 1. 
According to a Government announce- 
ment, the increased revenues are to be 
applied to a fund for the purchase of new 
rolling stock, the construction of railway 
bridges, and the acquisition of mechanical 
handling equipment. 

New Rolling Stock 

During the second quarter of this year, 
shipments of badly-needed rolling stock 
and repair parts began to arrive from the 
United States, and, with railway shops 
working overtime repairing equipment, 
there was the hope that the serious con- 
gestion of goods would be alleviated some- 
what during the second half of the year. 


AUSTRIA 


Vienna Railway Industry 

Foremost among the industrial under- 
takings in Vienna is the Austrian locomotive 
and rolling stock works belonging to the 
Simmering-Graz-Pauker Aktiengesellschaft 
fur Maschinen-, Kessel-und Waggonbau. 
This company was controlled during the 
period Austria was considered part of 
Germany, by the Kléckner group comprising 
the Kléckner-Humboldt-Deutz A.G. of 
Cologne-Deutz, and the parent company, 
Kléckner-Werke, of Duisberg. The Vienna 
concern was formed in June, 1941, under the 
auspices of the Reichswerke Aktien- 
gesellschaft fiir Waffen-und Maschinenbau 
Hermann Goring, through the  amal- 
gamation of the Simmeringer Waggon- 
fabrik with the Grazer Waggonfabrik (of 
Graz) and the Paukerwerk A.G., a boiler- 
making company. In June, 1943, the 
Vienna undertaking passed from the control 
of the Goring group into that of the 
Kléckner companies. 


ITALY 


Improved Train Services 

Regular train services were resumed on 
the electrified main line between Milan 
and Chiasso as from September 10, so 
restoring the link between Italy and 
Switzerland. Two passenger trains a day, 
in each direction, and a number of goods 
trains are in operation. On September 12, 
regular passenger train services were also 
resumed on the Turin-Milan-Venice main 
line. There is at present one stopping train 
a day in each direction, and it takes more 
than twelve hours to cover the distance 
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of 261 miles between the two terminals. 
The train from Turin leaves for Milan at 
6 a.m. and arrives at Venice at 6.40 p.m. 
Resumption of regular traffic on the 
Genoa-San Remo line was to begin on 
September 15. 

While this gradual spreading of regular 
train services is being interpreted in Italy 
as the best proof of the rehabilitation of the 
country’s railway system, responsible quar- 
ters consider that it will take about three 
years before the work of reconstruction is 
completed, provided that the programme 
can be carried out according to plan. 
The expenditure is envisaged at Lire 
65,000,000,000, and employment will be 
given to some 15,000 workers. More than 
650 bridges, including some 500 steel 
bridges, are to be reconstructed. The 
restoration of the San Remo-Ventimiglia 
section is envisaged for the near future, 
so that it will be possible to resume the 
French-Italian train services on the Medi 
terranean route. 


SWITZERLAND 


Railway Amalgamation in Berne 

Officially described as one of the most 
onerous transactions of the Canton Berne, 
the financial reconstruction of the Giirbetal 
Railway and of the Schwarzenburg Railway 
is to be followed shortly by their amalga- 
mation into the Berne-Giirbetal-Schwar- 
zenburgbahn, as reported briefly in The 
Railway Gazette for July 6, 1945 (page 26). 
Both companies belong to the Létschberg 
railway group and the lines are worked by 
the Létschberg Railway. Both are elec- 
trifiled standard-gauge lines with the 
terminus at Berne main station. The 
Giirbetal line leads via Belp to Thoune and 
forms the independent link of the Létsch- 
berg group between Berne and the Létsch- 
berg main line to Brigue. The Létschberg 
trains, however, are worked over the main 
line of the Federal Railways between 
Berne and Thoune: the Giirbetal line is 
worked as a local route only. Three miles 
out of Berne, at Fischermatteli Station, the 
line branches off to Schwarzenburg. The 
Canton Berne financed both undertakings 
to the extent of fr. 8,800,000, of which 
fr. 4,500,000 is considered a total loss. On 
the other hand, the Canton is to receive 
fr. 1,900,000 from the new undertaking, 
in the form of preference shares. The 
financial reconstruction and the amalgama- 
tion are to be retrospective as from Janu 
ary 1, 1944. The capital of the new com- 
pany is fr. 2,900,000, of which fr. 2,784,000 
is in preference shares. Under the provisions 
of the Federal law relative to financial 
assistance to privately-owned railways, 
the Confederation is to grant fr. 650,000 
to the new company. 


LUXEMBOURG 


Luxembourg State Railways 

The taking over, in June, of the operation 
of the Luxembourg railways by the State 
Administration, as reported in The Railway 
Gazette for August 3 (page 106), proved to 
be the initial step in the formation of the 
Société Nationale des Chemins de fer 
Luxembourgeois, founded recently in Paris. 
The Luxembourg State Administration. 
retains 51 per cent. of the share capital of 
the company and the balance has been 
subscribed to the extent of 244 per cent. 
each by the Société Nationale des Chemins 
de fer Belges and the Société Nationale des 
Chemins de fer Francais. The shareholders 
of the two former railway companies in 
Luxembourg which are to be wound up, 
the Prince Henri Railway Company and 
the Guillaume-Luxembourg Railway Com- 
pany, are to be indemnified. 
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Prevention of Corrosion. and Corrosion Fatigue* 


A survey of forms of corrosion 


occurring in railway engineering 


and of the means of resisting them 


EVERY owner of engineering metal pays 
tax to nature in the form of corro- 
sion If he acquires more metal than 
can use, oil, or paint adequately, he 
supertax in more rapid corrosion Only 
this year has the subject gained its first 
academic recognition in the appointment 
Dr U R Evans, M.A to be 
Reader in Corrosion Science’’ at Cam 
bridge University 
Railway vehicles spend 
ex posed to the weather, and if 
parts are not constantly cleaned and 
oiled, corrosion occurs at once if the metal 
is bare Even if protective coatings are 
used, corrosion will still occur if the coat 
ing is worn through or damaged 
Among the most important examples of 


he 


pays 


ol 


their life 
their metal 


corrosion noted in railway mechanical 
engineering are (1) axles, (2) springs, (3 
tyres, (4) wagon underframes, (5) three- 


and (6) carriage bodies 
would last indefinitely if 
corrosion, such as that caused by the 
slightly acid drip from wet coal on to, for 
example the leading tender axle, some 
times did not hasten failure by fatigue 
[he leading axle of a tender is apt to be 


link couplings 
(1) Many axles 


corroded more than the others because it 
is the most likely axle to receive the 
water when the fireman slakes dusty coal 
Other cases of axle corrosion have been 
noted near carriage lavatories and under 


where 
of salty w 


there is sometimes appre 
ite! 


fish vans 
ciable drip 


(2 Locomotive Carrlage and wagon 
springs are more roughly finished than 
those of motorcars, and are often not too 
well painted. Coating or interleaving with 
zinc might prove to be a_ worth-while 
measure 

(3) Wear on tyres for main-line duties 
is undoubtedly accelerated by the heat 


crazing of the tread by cast-iron brake 
by corrosion the surface so 
roughened. When corrosion occurs at the 
of the tyre it is d for if 


dangerous, 
gets between tyre and wheel centre 


shoes, and ot 


back 


. + 
water 


corrosion fatigue is the natural conse 
quence This again might be reduced by 
zinc coating of wheel rim and tyre bacl 
and then by thorough painting and 
varnishing 

4) In steel wagon underframes corr 
ion only takes place over many years 
where moisture is held trapped between 
riveted plates, or where it lodges on hori 
rontal ledges or in corners he present 
thickness of plates used is such that 
wagons are more likely to be withdrawn 
through obsolescence than as a result of 
corrosion Experiments have been made 
in the use of low-alloy steels of various 
grades in the bottom plates of 100 new 
hopper wagons on the L.N.E.R 

(5) Three-link couplings are of wrought 
iron or mild steel and are exposed to cor- 
rosion throughout the whole working life 
A tough low-alloy steel which would 
corrode at a lower rate might prove 
advantageous in this case 

6) In main-line carriages with steel 


panel sides, corrosion is easily observable; 


the paint is quickly roughened at the 
bottom edges of windows, and a more 
insidious form of corrosion attacks the 


backs of panels. Light-alloy panels suffer 
from excessive corrosion in suburban tun- 
nel atmospheres unless protected by paint, 


varnish, or other means 

* Paper read by Mr. T. Henry Turner, M.Sc., 
A.M.1.Mech.E., A.M.I.Loco.E., before the Institution 
of Locomotive Engineers in London on May 1 1945 


Abridged 


the differ- 
of 


In railway civil engineering, 
corrosion 


nce between the rates of 

metals exposed in sulphurous industrial 
itmospheres and those in clear country 
1ir is particularly noticeable. Whereas 
one long steel railway bridge did not 
require repainting for 18 years, another 
in the same area, but near the smoke and 
fumes of industry—and pollution from a 
nearby glass works—corroded badly 


wherever moisture lodged. Steel rails in 
clean country air last a lifetime, but in 
tunnels and by water pick-up troughs they 


suffer rapid corrosion, and fail frequently 


by corrosion fatigue at fishplates, bolt 
holes, rail ends, and at the edge of fish- 


plate or chair lips 
The corrugation of rails laid in the open 


before a signal stop, or where water- 
dripping tenders leave pick-up troughs, is 
much accelerated by corrosion. Sorbitic 


heat-treated rail heads corrode more 
than unhardened steel of the 
same composition, and are liable to unwel- 
come surface roughening, rather like cor- 
rugation Cast-iron chaire suffer 
rapid corrosion as a result of water spilt 
it pick-up troughs 





also 


Steel rail keys often break prematurely 
because they are not adequately surtace 
protected from corrosion where water 
lodges, and the stresses of their springing 
in service combine to give corrosion 
fatigue—with corrosion as the fatal last 
straw 

Ferro-concrete is by no means a 
panacea for all civil engineering corrosion 
troubles Unless protected by 2 in. of 
go well-rammed concrete, the reinforce- 
ment is frequently corroded, and_ the 
corrosion products spall off the inade- 
quate layers of outer concrete. This 
leaves a tricky repair problem, for one 
cannot easily cut out and weld or rivet- 
in a me section in such circumstances 
Such troubles have occurred at the foot 
of coaling plants and in retaining walls 


here poor workmanship has led to early 
failure 
Water last a 
of the 
mains 
uniformly corroded externally by 
the moist in which they were laid, 


ind also pitted internally by acidic water 


corrode or 
nature 
the 


mains either 
uwccording t 


In 


the 


one case 


} 
ISL1leCS 


In unother hydraulic main system 
ittempts have been made to reduce such 
pitting by controlled additions of 
chemicals 

Locomotive running sheds _ present 
perennial problemse of corrosion to the 
engineer and architect, as any metal in 
smoke stacks or glazing bars is apt to 
vive early trouble through corrosion The 


fitting of lead inserts in steel stairs at one 


tation accelerated corrosion of the steel 
by electrolytic action 

Chromium plate has proved a dis- 
appointment to many who hoped to fit 
and forget’’ in station restaurants and 
hotels When washed frequently it wears 
well, especially if an alkaline soft soap is 
used Otherwise staining and corrosion 
mar the brightness in a _ short time, 
especially if the chromium has not been 


plated on an adequately thick preparatory 
coating of nickel. o 
Methods of fighting corrosion may be 


divided into three main categories: (1) 
surface treatments and coatings; (2) cor- 
rosion-resistant metals and alloys; and 
(3) water treatments and cathodic pro- 
tection. 
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(surface 


The first group treatinents) 
comprises several subsections; _ briefly. 
these are: metallic coatings proper (gal 


vanising, sherardising, metai sprayir 


or 


metallising,’’ and coating with : 
minium); chemical coatings (bluing pro. 


cesses, etc oxide coatings, anodic « <ida- 
tion or anodising, chromating and 
phosphate coatings); greases, oils ind 
mineral jellies; paints and related pro- 
ducts such as enamels and _ japans 
lacquers, and bituminous coatings; istic 
coatings; vitreous enamelled coatings: and 


cement and concrete coatings. 


(Many of the above-mentioned pro- 
cesses ‘are marketed under proprietary 
names.) 

Coming now to the next way of fight 


ing corrosion, namely, by the adoption of 


corrosion-resistant metals and _ alloys 
mention may be made of ingot iron, in 
effect an open-hearth steel which is very 
low in carbon and impurities; it has not 
however, shown superiority over ordinary 
mild _ steel in resistance to gen 
atmospheric corrosion 

Copper-bearing mild steels are in 
important class, used for bridges and 
general structural steelwork, and in me 
cases for locomotive smokeboxes, smoke 


box doors, and ashpans 
The general term ‘‘ low-alloy steels is 


applied to a new group, more resistant 
to corrosion than copper-bearing steels 
though not equal to the highly-alloyed 

stainless steels,’ they cost little more 
than mild steel and have the added 
advantage that they can be fabricated 
They are being widely used, especially ir 
the U.S.A., for railway rolling stock 

The martensitic steels are all variants 
of the original stainless steel described by 
Brearley, which contained 13 per cent 
chromium Various carbon contents can 
be supplied; if below 0-1 per cent the 
material is often called stainless iron 


Locomotive safety valves, whistle valves 
stop valves, blow-off cocks, water gauge 


fittings, Westinghouse pump rods, vacuum 
brake piston rods, and boiler feed pumy 
details may be made of this class of st 
rhe chromium 
first patented in Germany in 1911 
most popular composition contains 18 
cent. chromium and 8 per cent. nickel 
Other additions made for specific pur 
poses or titanium to prevent 
the intergranular corrosion known as 
weld decay ’’; molybdenum, tungsten 
and to confer additional corrosion 
resist and selenium and sulphur t 
machinability Because of their 
gn ry content these steels cannot 
hardened by heat treatment and they 
non-magnetic The corrosion resistance 
of this group of steels is the highes 
obtainable; at the same time they ar 
ductile and can be fabricated. Austeniti 
stainless steels are largely used in railw 


1usteniti« steels 


Phe 


are 


columbium 


copper! 

ince 
improve 
} 


high all 


work for purely ornamental fittings 
example, the exterior bright fittings for 
L.N.E.R. 4-6-2 locomotive Silver / 
were work of Silver Fox stainless stee \ 
new type of _ stainless steel—Digby 
Cypritic steel—containing 10 per cent 
copper and 18 per cent. chromium is 
claimed to be cheaper and easier t 
machine than the popular 18-8 "’ ¢ 





of 


For the construction furnaces 
other items subject to very corrosive 
gases at high temperatures, heat-resisting 





steels such as_ silicon-chromium steels 
plain chromium steels (12-30 per cent 
chromium) or austenitic chromium- 
nickel steels must be used. The _last- 
named may have additions of silicon 


titanium, tungsten, etc. 

High-nickel alloys form a useful series 
combining toughness with high resistance 
to corrosion. Monel metal, a silvery- 
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its white nickel-copper alloy, .is very re- 
ly sistant to the corrosive action of both 
pure and impure waters, and so is used 
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liquids are evaporated in boilers or circu- 
lated in pipes. Frequently the metal sur- 
face is covered with some sort of deposit 






















ad for important stay bolts in locomotive (for example, boiler scale), so that steps 
, fireboxes, as well as for components of taken to prevent corrosion must allow for 
water-softening plants. the temperature, acidity, aeration, scale- 
Cupro-nickels (minimum of 30 per cent. forming, and other such characteristics of 
nicke are much used in condensing the water in contact with the metal. 
n plan and copper and its alloys give Briefly, there is no likelihood of a cheap, 
: great resistance to attack, or in service completely corrosion-resisting boiler steel; 
ma jevelop self-heating protective films and even if there were, feed water would 
tic Lead has high resistance to atmospheric _ still need treatment to prevent scale and 
in corrosion, but should not be used for overheating. Despite failure to find a 
pipes conveying the plumbo-solvent water non-corroding metal, an effort can be 
from certain peaty moorland catchment made to produce a non-corrosive environ- 
ury ureas. Moreover, the lead in fusible plugs ment in which to use the metal. 
corrodes rapidly in boilers evaporating The corrosion of boiler stays and other 
softened water For that reason the components depends almost entirely on 
L.M.S.R used to copper-plate the the kind and treatment of the feed water 
VS exposed lead surface in fusible plugs. Two years ago the water treatment 
b Dealing finally with water treatments chemists of the British main-line railways 
ry und cathodic protection against corrosion, met and submitted to their Chief 
should be borne in mind that neither Mechanical Engineers their agreed recom- 
surface coatings nor the use of certain mendations for locomotive boiler-water 
corrosion-resistant alloys have proved _ treatment During the war a primitive 
widely applicable where water or other standard of feed water has been forced on 
int ~ 7 . 
A Self-Adjusting Bearing 
= Maintaining the oil film in precision grinding machines 
N the ordinary type of grinding machine finish work to within 0-0001 in. Obviously, 
bearing, adjusted by hand, a definite if a grinding wheel spindle is floating in an 
clearance must always be allowed between oil film, in a set diameter of hole which is 
the spindle and the bearing. For example, 0-003 in. larger than the spindle, the axis 
in a spindle 3 in. in diameter, it is a usual of the spindle is never in a definite position, 
practice to allow 0-003 in. for running clear-_ the wheel and the spindle float indefinitely, 
ance. If such a hand-adjusted bearing is and the periphery of the grinding wheel 
I given less allowance than 0-003 in. there is gives a slightly blurred outline which can 
} always a danger of seizing. On many be distinguished by sound when the wheel is 
n grinding operations today it is necessary to trued with a diamond Accurate grinding 
¢ 
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Sectional drawing showing details of the Churchill Hydrauto self- 
es adjusting bearing. The functions of the lettered components are 
a described in the text 
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many modern locomotives. Before the 
war, locomotive-boiler feed water was 
more scientifically controlled than that 


aboard ship. 

Much corrosion is due to the formation 
of small internal electric currents in the 
metal and electrolyte which cause the 
anodic metals to be lost by corrosion. 
Certain electrolytic methods of protection 
aim At neutralising these internal currents 
by a carefully matched counter-current, 
generated either by internal galvanic cells 
or by external batteries. Theoretically, 
the insertion of slabs of zinc in boilers or 
condensers is sound, so long as good 
metal-to-metal electric contact can be 
maintained between the iron or steel and 
the zinc, for then none of the iron should 
be attacked while any zinc lasts. In prac- 


tice, the zinc becomes coated with corro- 
sion products, and even a reversal of 
polarity may occur, accelerating instead 


of hindering the corrosion of the iron or 
steel. Possibly, however, special zinc 
paints may be developed to meet this 
difficulty. 


to consistently fine tolerances is naturally 
impossible under such conditions. 

The Churchill Hydrauto self-adjusting 
bearing, illustrated in the accompanying 
diagram, has been designed to overcome 
the clearance problem. The lower portion 
of the bearing A is securely fixed in the body 
of the casting and the upper portion B 
is free to bear on the spindle. The heel C 
prevents B from moving round with the 
spindle. A distance piece D rests on B 
and the piston H is pressed against the 
distance piece by a light spring. The 
shallow chamber above the piston 1s filled 
with oil, fed from the supply pipe F. The 
oil flows past the non-return ball valve so 
that when oil has passed into the chamber 


above the piston it cannot escape. A 
bleeder plug G, when released slightly, 


allows any small bubbles of air to be carried 
away with the escaping oil. It is essential 
that no air bubbles remain in the chamber 
above the piston. 

As the wheel spindle rotates, the piston, 
followed by oil at a very low pressure, will 
always tend to move downwards but is 
prevented from rising by the non-return 
ball valve. Consequently, the oil film 
separating the spindle in the bearing is 
maintained at its practical minimum 
thickness, which is many times less than 
the clearance which has to be allowed in 
bearings without self-adjustment. The bulk 
of the oil supply is diverted through the 
sight shown for lubrication of the 
spindle 

The edge E of the upper part of the bear- 
ing is sharp, and there is no wedge-shaped 
lead-in for the oil when it passes between 
the spindle and the bearing. This sharp 
edge helps to maintain the oil film at its 
minimum thickness; a lead-in at this 
point would increase the thickness of the 
oil film. In practice it has been found that 
the minimum thickness of oil film given 
by this bearing ensures operation at rela- 
tively low temperatures. It is claimed that 
wheelhead bearings of this type have 
enabled many precision grinding operations 
to be carried out to an accuracy and finish 
that would have been impossible with any 


glass 


other type of wheel spindle bearing. Ona 
standard Churchill universal grinding 


machine fitted with Hydrauto bearings, a 
finish of 1-25 micro inches (as indicated 
by the Talysurf surface measuring instru- 
ment) has been obtained. 
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New Bridges in Somerset, G.W.R. 


At Dunball and Huntspill, on the Bristol-Exeter main line, new 
bridges involving interesting foundation work have been built 


The Bristol and Exeter main line of the 
Great Western Railway traverses a low- 
lying tract of country between Highbridge 
and Bridgwater. The drainage of this 
area is the responsibility of the Somerset 
Rivers Catchment Board, and this autho- 
rity recently has been carrying out im- 
provement works in the neighbourhood of 
Dunball Station and in the construction 
of a new channel known as the Huntspill; 
both have necessitated new bridges under 
the main line, built by the railway com- 
pany at the request of the catchment 
board. 

The new channel at Dunball is the 
diversion of the old King’s Sedgemoor 
Drain, constructed in 1795 to take the 
waters of the River Cary, but the Hunt- 
spill channel is entirely new along its 
whole length of 5} miles, and its con- 
struction has involved the excavation of 
some 5,000,000 cu. yd. of earthworks. 
Pumps with a capacity of 560 cusecs de- 
liver the drainage water from 48,000 acres 
—of which approximately 8,000 acres flood 
annually—into the new channel and 
thence to the tidal estuary of the river 
Parret. A similar area is drained by the 
King’s Sedgemoor Drain at Dunball. 


65-ft. Foundations Necessary 

In such country, where very consider- 
able depths of alluvial deposits were 
known to exist, foundation difficulties 
were expected. A preliminary test boring 
at Huntspill indicated a solid rock stratum 
at a depth of 80 ft. below rail, and from 
trial piles subsequently driven at Dunball 
it was found that a very hard stratum 
existed at a depth of about 65 ft. below 
rail level. 

After careful consideration, in which 
traffic operations during a peak war period 
on a very busy line were of special im- 
portance, and after investigating the pos- 
sibilities of reinforced concrete raft foun- 
dations, bored piles were tried. It was, 
however, found that this type of pile 


could not be adopted at either site owing 
tu the hydrostatic pressure in the ground, 
and it therefore became necessary to re- 
design both bridges, using 16-in. square 
precast reinforced concrete piles of suffi- 
cient length to reach the harder strata 
below. 


Huntspill Bridge 


The Huntspill Bridge has five spans, 
one 50-ft. main steel span, with two 16- 
ft. spans of reinforced concrete at each 
end. It is carried on 60 R.C. piles uni- 
formly spaced along the lengths of the 
pile caps and driven through the soft clay 
and peat beds to the rock stratum. The 
driving of the 65-ft. piles, each weighing 
about 7} tons, was facilitated by making 
a diversion of the tracks for a distance of 
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500 yd. at the site during the construc. 
tion of the bridge. Here pile driving over 
the whole site was easy and remarkably 
uniform; there was less than 10-in. varia. 
tion in the toe levels of the 60 piles. 


Dunball Bridge 


The Dunball Bridge is sited close to the 
old semi-elliptical stone arch bridge, which 
is to be retained over the old channel, 
and also between the up and down plat- 
forms which at this station are staggered. 
Here, therefore, no track diversion was 
possible, and all the pile-driving had to be 
carried out clear of the tracks. 

The new bridge is entirely a reinforced 
concrete structure and has two 20-ft. 
spans. The main bearing piles are 
arranged in groups of nine, so that the 
pier and abutments act as beams or trans- 
verse arches and bridge the soft ground 
as shown in one of the accompanying 
illustrations. 

In designing the pier, which above the 
pile caps is only 3 ft. thick, it was first 
considered as an R.C. beam supported at 
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New Bridges in Somerset, G.W.R. 
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The new bridge at Dunball nearing completion, with (centre) the pipes of the dewatering 
system 





age Dunball Bridge as completed 
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each end by the pile cap. This beam, 
however, had a _  depth-to-span ratio 
making it too stiff to conform to Hooke’s 
Law, and the pier had, therefore, to be 
treated as an arch transverse to the 
tracks.. In considering the arching effect, 
it was found necessary to increase the 
steel reinforcement by 10 per cent. so as 
to resist the ‘‘H’’ thrust. 

A very fine quicksand of considerable 
depth was encountered some 5 ft. above 
the new river bed and caused serious dif- 
ficulty in the excavation work. This 
problem was eventually overcome by the 
use of a dewatering system of “‘ well- 
points.”’ 
filter tubes connected by 1}-in. dia. riser 


These well-points are very fine 
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pipes to a 6-in. dia. header pipe; a very 
high vacuum (about 25 in. of mercury) 
was maintained in the latter. The water 
was extracted by a special diesel pump 
capable of dealing with 60,000 gal. an 
hour. When a considerable volume of 
water had been extracted, the sand be- 
came sufficiently firm to be removable 
easily by ordinary excavation methods. 

At times, however, the effectiveness of 
the system was severely hampered, and 
in the early stages almost entirely nega- 
tived by the presence in the sand of thin 
horizontal layers of clay. These layers 
prevented the water above them from 
making its way downward to the well- 
points. This difficulty was relieved by 








New Beyer-Garratt Locomotives for the Ceylon 
Government Railway 


Eight 


new engines shipped for service on difficult mountain 


5-ft. 6-in. gauge section 


HE Ceylon Government Railway, which 
has approximately 1,000 route miles 
of line, is an island system of considerable 
interest, and one the traffics of which 
have been directly affected by the war. 
Over 800 miles ‘are of 5-ft. 6-in. gauge ; 
the remainder are of 2 ft. 6 in. The 
majority of the mileage is on comparatively 
easy gradients, but the main line from 
Colombo to Badulla, a distance of 181 miles, 
presents a very serious problem as regards 
economic operation. From Colombo to 
Rambukkana (52 miles) grades are easy 
but from the latter point at the foothills 
of the Kandyan mountains, the line com- 
mences to rise and in the next 13 miles to 
Kadugannawa an eleyation of 1,400 ft. is 
reached; the ruling gradient is 1 in 45 
with curves of 10-ch. radius. 

Above dugannawa the line is undu- 
lating to thé 88th mile, at which point 1 in 
44 grade Commences in earnest and con- 
tinues for the next 21 miles. After this 
point there is a slight decline for a distance 
of 9 miles when a continuous up grade of 
1 in 44 is again encountered, extending 
for 13 miles. At this point the summit, 
Pattipola (140 miles), is reached; the 
elevation is 6,225 ft. The line then des- 
cends 4,000 ft. by 1 in 44 grade to Badulla 
at mileage 181. It will be seen that in the 
reverse direction there is a 40-mile pull of 


1 in 44 and all this heavy grade is infested 
with curves of 10 ch. radius, and some are 
as sharp as 5 ch. (330 ft.). 

In 1928 the Ceylon Government Railway 
purchased a Beyer-Garratt locomotive for 
operation on the 1 in 45 grade from Ram- 
bukkana to Kadugannawa and as a result 
of the very successful work done by this 
engine, it was decided before the war to 
extend the working of Garratt engines over 
the whole of this difficult section. 

By the courtesy of Beyer, Peacock & Co. 
Ltd. we are now able to give a brief descrip- 
tion and illustrations of the new Beyer- 
Garratt locomotives, of which eight have 
been shipped to Ceylon for operation over 
this gruelling section, and although not 
varying greatly in main character from the 
prototype, the engines have been moder- 
nised in many respects according to the 
makers’ latest practice, and certain innova- 
tions specified by the railway. have been 
embodied. The more important alterations 
include a steel firebox with thermic syphons, 
the addition of vacuum brake to the engine, 
a special steam reversing gear and Beyer 
Peacock patent inverted pivots with side 
rollers. 

When the original Beyer-Garratt engine 
was supplied, tests were carried out on 
the 13 miles of 1 in 45. grade between 
Rambukkana and Kadugannawa against 
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boring small holes in the bottoms of the 
trenches, although it was necessary occa- 
sionally to resort to surface water pump. 
ing. 
Before the de-watering system wis re. 
moved, the bridge foundations had to be 
sealed efiectively against the loss o° run- 
ning sand from behind the abut:nents, 
This was achieved by driving elm ‘imber 
sheeting across the bed of the channel] 
outside the pile caps, and placins the 
2-ft.-thick mass concrete invert, eady 
referred to, in between. To facilitate the 
driving of these timber sheeters thiough 
the de-watered sand, jetting with water 
at a pressure of 50-60 lb. per sq. in. was 
used successfully. 


the then method of operation, which was 
by means of two 4-6-0 tender engines, 
The load was 283 tons and the train was first 
worked by the two engines and then 
returned, so as to eliminate variables, and 
the same train was then successfully oper- 
ated by the Beyer-Garratt ; the reported 
saving in fuel and water was 20-5 per 
cent. and 15 per cent., respectively, as 
well as the elimination of one engine and 
crew. Later, loads of 305 tons were taken. 
To extend the working of Garratts 
certain improvements to the line were 
necessary, and these, together with the 
war, have accounted for the long delay in 
obtaining further engines of this type. 
Below are the principal dimensions :— 
Wheel arrangement 2-6-2 x 2-6-2 
Cylinders (4) 16in. dia. x 22in. stroke 
Coupled wheels 3 ft. 7 in. dia. 
Boiler pressure nie 185 Ib. per sq. in. 
Heating surface : Tubes oy sq. ft. 


Firebox ... » (including 2 


thermic 
— syphons) 

Total evaporative -» 1,860 PF 
Superheater ... = ae. 362 » (inside) 


Total ... 222 


Grate area 


ws sae ss 44-9 sq. fe. 
Tractive force (75 per cent.) 
(85 ) 


Fuel capacity ... 

Rigid wheel base oon 
Length over buffers ‘ 
Total weight in working ord 


The Boiler 

The principle of the Garratt locomotive, 
coupled with the wide gauge, in this case 
enabled a boiler of ample proportions to 
be provided with an ease which must 
delight any designer. 

The boiler barrel and firebox shell plates 
are of basic steel to B.S. No. 24, Part 6, 
and the inner firebox plates and thermic 
syphons are of special firebox quality 
steel supplied by Colvilles Limited. |The 
firebox is of the Belpaire type with front-end 
sling stays and flexible water-space stays 
in the usual breaking zones and round the 
syphon necks. The two thermic syphons 
are welded to the tube and crown plate 
and welding is also used for the front 
and back seams of the inner firebox and 
firehole. 

Longstrand steel has been used for the 
rigid water-space stays, which are drilled 
with tell-tale holes. There is ample 
provision of washout doors and mud plugs 
to give access for efficient washing out and 
cleaning. The 2-in. small tubes are fitted 
with copper ferrules and then expanded, 
beaded and welded into the firebox tube 
plate. 

A Joco regulator is mounted in the dome 
with an adjustable friction locking device 
and a drifting position indicator on the 
regulator stuffing box. The superheater 
is made up of the latest Superheater Com- 
pany’s equipment and embodies 32 elements, 
13 in. outside dia. with ball ends ; the snift- 
ing valve is arranged on the header. 
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Amongst other boiler mountings are 
jncluded three Ross Pop safety valves, 
2} in lia., top-feed clack box, blow-down 
cock on the throat plate and two Diamond 
soot blowers operated from the cab and 
workiiig through each side of the firebox. 
The boiler feed is made by two Davies & 
Metcaife type DM live steam injectors No. 
11, with M type cones. 

The smokebox is made up with a single 
circular wrapper plate and angle joint ring 
between the smokebox tube plate and boiler 
barre The railway administration’s 
standard type of door is mounted on a 
boltei front plate and it should be re- 
marked that the smokebox is supported on 
each side by the boiler frame by means of a 
cast-steel support. Four Goodfellow tips 
are fitted to the blast pipe cap and a spark 
arrester Of the diaphragm type is included. 

The wide gauge and Garratt principle 
again enable an ashpan of very ample 
proportions to be accommodated, and this 
is of the Beyer Peacock latest self-cleaning 
hopper type with air doors on all sides 
operated from the cab and ash doors worked 
fom ground level, discharging between 
the rails. Three drench pipes are provided. 
The front part of the fire grate is arranged 
as a drop grate worked by hand lever. 
The cast-iron firebars of the finger type 
are rocked by steam cylinder mounted on 
the boiler frame. The air space is ? in. 
The boiler is clothed throughout with 
asbestos mattress and covered with 16 s.w.g 
mild-steel clothing plates. 


Engine Units 

All main frames are of steel plate to 
B.S.S. No. 24/6 No. 17 and a very rigid 
construction is obtained by the provision 
of steel castings as frame stretchers and 
cast-steel hornblocks. The latter have 
class ‘‘ D ”’ steel liners fitted. 

The pivots are of the latest Beyer Peacock 
patent inverted and adjustable type, oil 
lubricated and with side roller bearers 
mounted on the engine unit pivot casting 
The cast-iron cylinders have renewable 
liners and the barrel and steam chest are 
designed with straight steam ports and 
exhaust passages. The hind steam chest 
covers, combined with the valve spindle 
guide, are of cast steel. The piston valves, 
8 in. dia., have four narrow rings and the 
main pistons of cast iron are fitted with two 
cast-iron rings. The cylinder drain cocks 
are operated by a small double-acting steam 
cylinder on each unit and there are Hendrie 
type by-pass valves on the steam chest 
with relief valves to each cylinder cover. 
The piston rods of class ‘“‘D”’ steel are 
fastened to the piston with gunmetal nuts 
and are fitted with United Kingdom metallic 
packing. A simple and straight-forward 
arrangement of Walschaerts gear provides 
1 travel of 43 in,, giving a maximum cut- 
off of 75 per cent. in full gear. 

Attention must be drawn to_ the 
new Beyer Peacock patent  reverser 
shown on the left side of the engine in the 
illustrations. This is designed to overcome 
the disadvantages of the ordinary steam 
and oil cylinder type of steam reversing 
gear. With the old gear of this type, diffi- 
culty is often experienced in preventing 
creep and, also, in providing a gear suffi- 
ciently sensitive to enable the closest selec- 
tion of cut-offs to be obtained quickly and 
positively. Incorporated in this patent is a 
new design of hydraulic cylinder to ensure 
a positive lock. The cylinder is filled with 
oil and maintained without danger of air 
locks by a patent automatic pump in the 
cab, which also provides a convenient and 
economical means of filling the cylinders 
when emptied for inspection or mainten- 
ance, the oil being pumped through inlets 
in the bottom of the cylinder and expelling 
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the air through vents on the top thereby 
eliminating air bubbles in the oil which is 
a common source of trouble when filled 
from the top, as in the usual design of 
reverser. The pump is simple and requires 
only occasional operation, the need for 
which is clearly indicated. 

Reversing is carried out and full control 
given by a light hand wheel and screw in 
front of the driver. It is provided with a 
self-setting mechanism whereby the reverser 
moves to the selected position, automatic- 
ally closing the valves. The reversing gear 
is arranged so that the die-blocks are at the 
bottom of the links on both front and hind 
engines when in forward gear. Reversing 
shafts are supported in cast-steel brackets 
fitted with adjustable gunmetal bushes. 
Soft grease lubrication is applied through- 
out. 

The cast-steel crosshead is slung 
from a single class ‘‘D”’ steel bar and is 
fitted with cast-iron slippers with white- 
metal inserts. The connecting rods driv- 
ing on the inner coupled wheels are of 
fluted section and are provided with bronze 


box 


This spacious cab is made 


floating bushes in fixed steel bushes at the 
large end; the small end is fitted with an 
ordinary bronze bush. Coupling rods of 
plain rectangular section are also provided 
with bronze floating bushes and steel fixed 
bushes. Ajax hard-grease lubrication is 
applied throughout. The coupled axle- 
boxes have cast-steel shells with bronze 
horseshoe bearings and are designed to 
suit under-hung springs. Ajax sliding 
keeps and lubricators are fitted for grease 
lubrication of the journals, and soft-grease 
nipples are provided on the axleboxes for 
grease lubrication to the horn faces. 

The outer and inner bogie axleboxes are 
of cast steel, each in one piece fitted with 
rocking brasses. The brasses are fully 
white-metalled, as also are the end faces 
of the axlebox castings. Oil lubrication is 
provided. Oil baths on top of the castings 
accommodate sliding spring pads on wear- 
ing plates with sliding cover plates. 

All tyres, which are of class “ D”’ steel, 
are of the lipped type with a screw fasten- 
ing, and the wheel hubs are fitted with 
cast-iron liners. The coupled springs are 
under-slung with adjustable spring links. 
A long drawbar is incorporated with 
Spencer Moulton rubber springs. 

Both the inner and outer bogies are of 
the two-wheel radial arm type with helical 
spring side control. A four-point suspen- 
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sion is arranged for each unit with com- 
pensating beams between the outer bogie 
and outer coupled wheels, between inter- 
mediate and driving, and between driving 
and inner bogie. 
Brake 

Vacuum brake is provided for both engine 
and train and considerable ingenuity and 
originality doubtless has been needed to 
work in four large cylinders. The front 
engine unit is braked by two 21-in. cylinders, 
carried on brackets from the inner head- 
stock; the end of the frame has been 
strengthened to carry the cylinders and the 
brake shaft. The hind engine unit is 
braked by two 21-in. cylinders mounted on 
the boiler frame, supported together with 
the hind engine brake shaft on a substantial 
stay between the boiler frames ahead.of the 
firebox. The hand brake is connected to 
this brake shaft and operates on the hind 
engine unit only and this enables the hand- 
brake to be placed handy to the fireman’s 
position and eliminates the usual brake 
column near the bunker shovel-plate. 

The brake gear on each engine unit is 


possible by the wide gauge 


compensated and Ajax soft-grease lubrica- 
tion is applied throughout. Brake release 
springs are provided. 

Cab and Mountings 

The illustration of the spacious cab shows 
the convenient arrangement of controls and 
the practical position of the reversing gear 
wheel and pump is worthy of note. The 
following: accessories have been incor- 
porated :—Two Wakefield 4-feed A.C. type 
hydrostatic lubricators with separate con- 
densers, providing a feed to each steam pipe 
branch on the cylinders and divided feeds to 
each pair of cylinder barrels and one feed 
to each main steam pipe. Ajax lubrication 
by Whitelegg & Rogers is provided for the 
spring gear and valve motion, with soft 
grease, and hard grease for the coupled axle- 
boxes and wheel hubs. Vacuum brake gear 
is by the Vacuum Brake Co. Ltd., using 
one 30/20 Gresham Dreadnought combina- 
tion ejector. This brake operates both for 
engine and train ; the locomotive as stated 
above carries four 2l-in. cylinders, and 
Ajax steam-operated fire door and Lambert 
wet-sanding equipment by Gresham & 
Craven Limited are also provided. 

These locomotives were built under the 
supervision and inspection of the Crown 
Agents for the Colonies and will provide a 
very, welcome addition to the engine power 
of the Ceylon Government Railway. 
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RAILWAY NEWS SECTION 


PERSONAL 
Grey 


Mr. N. F. E: y (Secretary of the 
Buenos Ayres Great Southern Railway Co. 
Ltd., and Buenos Ayres Western Railway 
Limited) and Mr. A. S. Matthews (Secretary 
of the Central Argentine Railway Limited) 
have been appointed Directors of the 
Rosario-Puerto Belgrano Railway. 


P. C. Dewhurst, M.I.Mech.E., Chief 
nical Engineer, Central Uruguay 
has retired. He has been suc- 
by Mr. L. B. Norrish, 
A.M.I.Mech.E., M.I.Loco.E., who 

before the war was Assistant Loco- 

motive Superintendent of theCentral 
Railway of Peru, and during thelatter 

part of the war commanded No. 3 
Railway Workshop Group, R.E. 


Mr. 
Mech 
Railway, 
ceeded 


At a meeting of the General 
Managers’ Conference at the Irish 
Railway Clearing House, Dublin, 
on October 9, Mr. J. Whyte, Mana- 
ger & Secretary of the Londonderry 
& Lough Swilly Railway, was 
elected Chairman of the conference 
for 1946. 


The Lord President of the Council 
has appointed Professor H. Munro 
Fox, Professor I. M. Heilbron, and 
Dr. C. C. Paterson to be members 
of the Advisory Council to the 
Committee of the Privy Council for 
Scientific & Industrial Research, 
from October 1. Professor A. V. 
Hill, Sir Felix Pole, and Sir Robert 
Robinson retired from the council 
on completion of their terms of 
office on September 30. 


We regret to record the death on 
October 13 of Mr. R. H. Comley, 
Joint Managing Director of the 
Avon India Rubber Co., Ltd., and 
President of the Federation of 
British Rubber & Allied Manu- 
facturers’ Associations. 


Mr. G. E. Godfrey, a Director 
of George Spencer, Moulton & Co. 
Ltd., has rejoined the company on 
being released from the Army. 


Modern 


SOUTHERN RAILWAY APPOINTMENT 
Docks & Marine Department 
Mr. S. H. Isaac 
Assistant Divisional 
Dover. 


has been appointed 
Marine Manager, 


Colonel B. H. Leeson has been appointed 
a Director of the Consett Iron Co. Ltd. 


SouTH AFRICAN RaiLways & HARBOURS 

Mr. W. E. Purvis, Administrative Secre- 
tary to the Minister of Transport, Pretoria, 
has been appointed Chief Superintendent 
(Parliamentary) General Manager’s Office, 
Johannesburg. 

Mr. R. H. Tarpey, Secretary to the 
Railway Board, Pretoria, has ‘been ap- 
pointed Administrative Secretary to the 
Minister of Transport, Pretoria. 

Mr. J. A. Fourie, Superintendent (Com- 
mercial & Staff), Port Elizabeth, has been 
appointed Superintendent (Commercial & 
Staff), Durban. 


Mr. Theodore Eastaway Thomas, C.B.E., 
M.Inst.T., General Manager, London Pas- 
senger Transport Board, who, as recorded 
in our October 12 issue, retires on Octo- 
ber 20 from that. position, entered the 
drawing office of the London United Tram- 
ways in 1899, and later became Resident 
District Engineer. When the company was 
absorbed by the Underground group in 
1910, he was transferred to the publicity 
and commercial organisation; and in 1913 
he became Commercial Assistant dealing 
with fares and routes. In 1917 he was se- 
lected to be Development Superintendent 


[Transport 


T. E. Thomas 
Ak F 


Mr. 


General Manager, 1943-45 


of the London County Council Tramways, 
as the result of competition through a 
public advertisement. In 1924 Mr. Thomas 
was appointed Traffic Manager, and, in 
1930, General Manager. On the formation 
of the London Passenger Transport Board 
in 1933, he was made General Manager, 
Tramways (Central, Southern & Eastern 
Areas), and in October of the same year he 
became General Manager of all L.P.T.B. 
trams and trolleybuses. In 1936 he was 
appointed General Manager (Road Trans- 
port), in control of the operation of buses, 
trams, and trolleybuses; and in March, 
1939, he was made General Manage1 
(Operation), in charge of the operation of 
all the Board’s services. At the end of 1943 
he was appointed to the new post of 
General Manager, with control of the 
Operating, Engineering and Commercial 
Departments of the Board. Mr. Thomas 
is a Past-President of the Institute of 
Transport and was until recently Chair- 
man of the Public Transport Association. 
He was made a C.B.E. in 1941 for his 


services in connection with the organisa- 
tion of London transport services during 
the early part of the war. 


Mr. R. H. Weitzel, Chief of Staff, Traffic 
Department, Central Argentine Railway, 
has been appointed General Manager’s 


Representative for Staff & Labour Matters. 


Mr. Herbert Leslie Wyneken, A.S.A.A., 
A.C,W.A., has been appointed Secretary & 
Chief Accountant of Edgar Allen & Co. 
Ltd., in place of Mr. W. H. Higginbotham, 

who last March was elected Chair- 
man of the company. 


Mr. G. K. Palmer has been ap- 
pointed Assistant Managing Direc- 
tor of Brush Coachwork Limited. 
Since 1989 he has been Acting 
Chief Engineer of Crosville Motor 
Services Limited, which position 
he has left to join Brush Coach- 
work Limited. 

Among recent awards in recog- 
nition of gallant and distinguished 
services in Italy is that of the 
O.B.E. (Military Division) to 
Colonel (temporary) Henry George 
Pottle, M.C. (15314), Corps of 
Royal Engineers. 


Mr. D. L. Murray has been ap- 
pointed Secretary of the John 
Thompson Engineering Co. Ltd., 
in place of Mr. D. A. Hill, who 
has retired. 


Mr. R. B. McColl has been elected 
Executive Vice-President of the 
American Locomotive Company. 
He is succeeded as Vice-President 
in charge of Manufacturing by 
Mr. W. L. Lentz. 


Mr. I. McG. Robertson has been 
appointed to act as Secretary of 
the Catering Wages Commission, 
in place of Mr. G. Grant, who has 
been transferred to the Ministry 
of Labour & National Service. 


The following announcement ap- 
pears in the Supplement to The 
London Gazette, dated October 2, 
under the heading of Territorial 
Army—Royal Engineers :— 

The undermentioned Major to be 
Lt.-Colonel, April 11, 1945:— 
W. E. Dewdney, O.B.E., T.D. (2559). 


Mr. J. H. Parker, M.I.E.E., Chief Elec- 
trical Engineer, London Passenger Trans- 
port Board, who, as recorded in our October 
12 issue, is retiring, on account of ill-health, 
was appointed by the Greenock Corporation 
as Power Station Superintendent in its 
Electricity Department in 1904. During 
the period up to 1915 he was appointed 
Deputy Electrical Engineer of Croydon 
Corporation. From 1925 to 1930 Mr. 
Parker was with West Hartlepool Corpora- 
tion, first as Borough Electrical Engineer, 
and subsequently with the additional 
appointment of Traffic Manager; and he 
then was selected by the London County 
Council for an appointment as Electrical 
Engineer of the Tramways Department. 
In 1933, on the formation of the L.P.T.B., 
he was responsible to the Chief Electrical 
Engineer for the electrical supply and 
equipment of the tram and -trolleybus 
systems. In 1937 Mr. Parker became 
Electrical Engineer (Distribution), and on 





Mr. J. H. Parker 


Chief Electrical Engineer, 
-T.B., 1939-45 


February 1, 1939, he was appointed a 
Principal Officer and Chief Electrical 
Engineer ; later he assumed direct responsi- 
bility for all new works in the department. 
While holding appointments under the 
L.C.C., Mr. Parker was responsible for the 
conversion of Greenwich Power Station 
from a low-pressure to a_ high-pressure 
system, including the installation of new 
boilers, new ash handling plant, new turbine 
alternators and new river tunnels for circu- 
lating water. That work continued on the 
transfer to the Board, and subsequently 
included the conversion from 6,600 volts 
25 cycles to 11,000 volts 50 cycles; the 
last-mentioned programme, however, was 
interrupted by the outbreak of war. Dur- 
ing the period Mr. Parker was Distribution 
Engineer, L.P.T.B., he was responsible, 
through the Chief Electrical Engineer, for 
the conversion of the tramways on the 
north side of London to trolleybus opera- 
tion. 
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A. A. M. Durrant 


Appointed Chief EEL Engineer, 
(Road Services), L.P.T.B. 
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Mr. S. R. Geary, O.B.E., M.Inst.T., 
Operating Manager (Central Buses), London 
Passenger Transport Board, who, as re- 
corded in our October 12 issue, has been 
appointed General Manager (Road Services), 
began his transport career in the Schedules 
Department of the London County Council 
Tramways in 1905. After experience in 
the General Traffic Office, he became 
District Superintendent in 1915, and subse- 
quently held, in succession, the posts of 
Assistant Divisional Superintendent, Acting 
Operating Superintendent and Divisional 
Superintendent. Appointment to the post 
of Operating Superintendent came in 1919 
and, on the establishment of the L.P.T.B. 
in 1933, he retained that position. Mr. 
Geary continued in charge of the former 
Municipal Tramway system until 1934, 
when the tramways formerly owned by 
private companies which had been trans- 
ferred to the Board also were placed under 
his management. In 1936 he was ap- 
pointed Operating Manager (Trams & 
Trolleybuses) and became a Principal 
Officer, and in 1941 he was’ made 
Operating Manager (Central Buses). Mr. 
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Mr. P. Croom-Johnson 


Appointed Chief Engineer, L.P.T.B. 


Geary was made an O.B.E. in 1944 for his 
services to London transport during the 
war. 

Mr. P. Croom- Johnson, M.Inst.C.E., Chief 
Engineer (Civil), London Passenger Trans- 
port Board, who, as recorded in our October 
12 issue, has been appointed to assume 
charge of the Electrical Engineering Depart- 
ment as well as the Civil Engineering 
Department, with the title of Chief En- 
gineer, was educated at Clifton College. 
In 1912 he was appointed Assistant Engi- 
neer in the Tramways & Highways Depart- 
ment of the City of Liverpool. He served 
as an Artillery officer and commanded a 
battery in the Ypres Salient and Italy 
during the 1914-18 war. On demobilisa- 
tion in 1919 he returned to the City 
Engineer’s Department at Liverpool, and 
subsequently was engaged on road and 
tramway construction works, and the 
development of schemes in connection with 
rapid-transit wide roads ; one of the largest 
schemes was that for the Liverpool to 
Manchester arterial road. In 1923 he was 
appointed Resident Engineer for the Minis- 
try of Transport on the Purfleet arterial 
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Mr. S. R. Geary 


Appointed General Mz anager 
(Road Services), L.F B. 


road, and later was selected by the Ministry 
to take sole charge on the site of the struc- 
tural alterations to the Menai suspension 
bridge, Anglesey. In 1924 Mr. Croom- 
Johnson was appointed Assistant Perman- 
ent Way Engineer in the Tramways 
Department of the London County Council, 
and a year later became the Permanent 
Way Engineer. During that period he was 
responsible for all civil-engineering works 
and the maintenance of all buildings and 
structures for the Tramways Department. 
After transfer to the L.P.T.B. in 1933 he 
continued as Permanent Way Engineer 
(Trams). In 1939 he became Chief Stores 
Superintendent, and in 1943 Chief En- 
gineer (Civil). He is a Member of the In- 
stitute of Municipal & County Engineers. 


a fk. A 
M.I.Mech.E., M.I.A.E., 
Engineer (Buses & 


Durrant, C.B.E., 
M.Inst.T., Chief 
Coaches), London 


Elliott [& Fry 


Mr. G. F. Sinclair 


Appointed Deputy General . a r 
(Road Services), L.P.T.B 
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ger Transport Board, who, as recorded 
October 12 issue, has been appointed 
Mechanical Engineer (Road Services), 
the London General Omnibus Co. 
1 1919 as a Technical Assistant to the 
ver. After further experience as 
cal Assistant to the Experimental & 
ch Engineer, and as a Divisional 
er, he was appointed in 1929 Assis- 
tant Superintendent of Rolling Stock, and 
made an Officer. In 1932 he became 
ineer of the company, and in 1933, on 
formation of the L.P.T.B., he was 
Engineer (Central Omnibuses). He 
appointed Chief Engineer 
(Buses & Coaches) in 1935. During 
the war of 1914-18 Mr. Durrant 
served in the Tank Design Depart- 
ment of the Ministry of Munitions, 
and was then with the Ministry 
for Air, first as a civilian Technical 
Assistant, and later as a com- 
missioned Technical Officer. In 1938 
he was appointed a member of the 
War Office committee to consider 
the supply and maintenance of 
Army material, and in 1939, to the 
War Office committee on the 
training of technical personnel of 
the Army. He was appointed a 
member of the Tank Board of In- 
quiry of the Minister of Supply in 
May, 1940, and he served as Director 
of Tank Design in the Armoured 
Fighting Vehicle Division, Ministry 
of Supply, from July, 1940, to 
August, 1945, when he resumed his 
duties as Chief Engineer (Buses & 
Coaches), L.P.T.B. 

Mr. G. F. Sinclair, C.B.E., 
A.M.I.Mech.E., M.I.E.E., M.Inst.T., 
Chief Engineer (Trams & Trolley- 
buses), London Passenger Transport 
Board, who, as recorded in our 
October 12 issue, has been ap- 
pointed Deputy General Manager 
(Road Services), received his en- 
gineering training with Dick, Kerr 
& Co., and during the 1914-18 war 
served with the R.A.F. in France. 
He later became General Manager 
of the Kilmarnock Engineering 
Company. He was selected by 
competition for the post of Assistant 
Rolling Stock Engineer to the 
London County Council Tramways 
in 1930, and soon afterwards 
became Rolling Stock Engineer. 
When the L.P.T.B. was formed 
in 1933 he was. appointed Rolling 
Stock Engineer (Trams & Trolley- 
buses), and in 1939 he became | 
Trams & Trolleybuses.) He was 
concerned with the conversion of 
considerable sections of tramway to 
trolleybus operation, and played an impor- 
tant part in the design of trolleybuses. In 
December, 1941, at the request of the 
United Kingdom Commercial Corporation, 
Mr. Sinclair was seconded to that under- 
taking for the purpose of establishing and 
organising transport services in the Middle 
East. For these services he was made a 
C.B.1 
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G. H. Clipstone has been appointed 
Manager of the Control Gear Sales Depart- 
ment of the British Thomson-Houston Co. 
Ltd., in succession to the late Mr. F. G. B. 


Hill. Mr. O. A. Pallett has been appointed 
Supervisor of Purchases for the company, 
i succession to the late Mr. J. E. Betts. 


Mr. A. J. Lavington has resigned from 
the position of Secretary of the Beira Rail- 
way Co. Ltd., and has been succeeded by 
Mr. E. D. Hawksley, recently returned 
from war ‘service. 
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Mr. C. E. Fairburn 

We regret to record the death, of heart 
failure, on October 12, at the age of 58, 
of Mr. Charles Edward Fairburn, M.A., 
M. Inst.C.E., M.1I.Mech.E., M.I.E.E., 
M.I.Loco.E., Chief Mechanical & Electri- 
cal Engineer, London Midland & Scottish 
Railway. Mr. Fairburn had a brilliant 
career at Oxford, where he took three First 
Classes—in Mathematical Moderations, 
Mathematical Final Schools and Engineer- 
ing, In 1908 he was awarded a Hulme 
Exhibition, which is for graduates only, 
at Brasenose College for four years. He 
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The late Mr. C. E. Fairburn 
Chief Mechanical & Electrical Engineer, 
L.M.S.R., 1944-45 


was a pupil under Sir Henry Fowler at 
Derby, Midland Railway, from 1910 to 
1912, and at the same period studied 
metallurgy at Sheffield University. In the 
latter year Mr. Fairburn joined the Rail- 
way Department at Siemens _ Bros. 
Dynamo Works Ltd., and in 1913 took 
charge of the outdoor erection work for 
the Newport-Shildon electrified line of the 
North Eastern Railway; between then and 
1916 he was responsible for placing the 
overhead line and the locomotives in ser- 
vice. He then joined the Royal Flying 
Corps as Experimental Officer. He 
eventually commanded an _ experimental 
squadron as Major. At the time of his 
death he was a Lt.-Colonel in the En- 
gineer & Railway Staff Corps, R.E. (T.A.). 
In 1919 Mr. Fairburn joined the English 
Electric Co. Ltd. to organise a railway 
electrification department, He became 
General Manager of the Preston Electrical 
Works in 1926, of the Car Works in the 
next year, and of the Stafford Works in 
1928, retaining charge of the two works at 
Preston, and of the Traction Department. 
In 1931 he went to London as Engineer 


[London 
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& Manager of the Traction Department, 
and in 1933 was appointed in addition 
Chairman of the Contractors’ Committee 
for the electrification of the Polish State 
Railways, the contract for which was held 
jointly by the English Electric Co. Ltd and 
Metropolitan-Vickers Electrical Co. Ltd. 
In 1934 he was appointed Electrical En- 
gineer of the L.M.S.R., and he became 
Deputy Chief Mechanical Engineer & 
Electrical Engineer in 1937. From 
October, 1942, he was Acting Chief 
Mechanical Engineer & Electrical En- 
gineer, while Sir William Stanier was 
seconded to the staff of the 
Minister of Production and in 
April, 1944, on Sir William 
Stanier’s retirement from _ the 
position of Chief Mechanical 
Engineer, L.M.S.R., he was ap- 
pointed Chief Mechanical & Elec- 
trical Engineer. Mr. Fairburn’s 
Paper before the Institution of 
Locomotive Engineers last year cn 
the maintenance of diesel-electric 
shunting locomotives on _ the 
L.M.S.R. (of which an abstract 
was published in The Railway 
Gazette of March 31, 1944) made 
a valuable contribution to railway 
mechanical-engineering knowledge, 
Under his leadership the L.M.S.R. 
shops became a co-ordinated unit, 
and his last work was to codify 
their standard practices and set 
common limits for their produc- 
tion. Only a month ago he was 
specially thanked by the L.M.S.R. 
board on the completion of this 
task. The names of a number of 
those present at the funeral ser- 
vice at Golders Green Crematorium 
on October 16 are given on page 
407. 


The Midland Bank Limited an- 
nounces that Mr. T. R. Nicholson, 
Joint General Manager, has re- 
tired, and that Mr. H. Wheeler, 
hitherto an Assistant General 
Manager, has been appointed a 
Joint General Manager. 


NIGERIAN RAILWAY APPOINTMENTS 

The Crown Agents for the 
Colonies have announced the fol- 
lowing first class appointments :-— 

Mr. A. B. S. Daykin, Assistant 
Accountant, Government Railway, 
Nigeria. 

Mr. W. Moore, Assistant Accountant, 
Government Railway, Nigeria. 


Mr. H. E. O. Wheeler, O.B.E., Deputy 
Traffic Manager, Southern Railway, who, 
as reported in our October 5 issue, has 
retired, is the youngest son of the late 
Judge Wheeler, K.C., and was educated 
at Windlesham House, Brighton, Prepara- 
tory School, and at Uppingham. He 
joined the Audit Accountant’s Depart- 
ment of the former South Eastern Rail- 
way in December, 1896, and in 1898 he 
was transferred to the Office of the Super- 
intendent of the Line, where, in the 
various sections of that office, his: rail- 
way experience was chiefly gained during 
the next thirteen years. On the appoint- 
ment of Sir Francis Dent as General Man- 
ager in 1911, Mr. Wheeler was promoted 
to the post of Traffic Superintendent, 
London District, which position he held 
until May, 1918; from then until Janu- 
ary 1, 1920, he acted as Assistant Super- 
intendent, and was appointed to this posi- 
tion on the latter date. In 1923, on the 





Elliott} 
Mr. H. E. O. Wheeler 


Deputy Traffic Manager, Southern Railway, 
1942-45 


& Fry 


formation of the Southern 
was appointed Assistant Operating Super 
intendent for Train Services, which posi 


tion he held until 1930, when he was made 


General Assistant to the Traffic Manager. 
In 1936 he became Superintendent of 
Operation, and in 1942 was appointed 
Deputy Traffic Manager. Mr. 
was appointed an Officer of the Order of 
the British Empire in 1916. He is a 
former Ordinary Member of Council of 
the Institute of Transport. 


Mr. H. A. Short, M.C., M.Inst.T., 
Docks & Marine Manager, Southern Rail 
way, who, as reported in our October 5 
issue, has been appointed Deputy Traffic 
Manager in succession to Mr. H. E. O. 
Wheeler, entered the service of the 
London & South Western Railway in 
1913. From the outbreak of war in 1914 
until the armistice in 1918 he was on 
military service. He was appointed Out 


Mr. M. C. Harrison 


Divisional Docks Engineer, Barry 
G.W.R., 1931-45 


Railway, he 


Wheeler 
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Mr. H. A. Short 


Appointed Deputy Traffic Manager, 
Southern Railway 


door General Assistant, London & South 
Western Railway, in 1919, and served in 
that capacity in the Goods and Superin- 
tendent of the Line’s Departments, and 
later in the Commercial Department of 
the Southern Railway. He was trans- 
ferred to the General Manager’s personal 
staff in 1929 for special work in con- 
nection with the company’s road powers, 
and in 1932 was appointed Road Trans 
port Liaison Officer. During this’ period 
he represented the railway as a director 
on the boards of several of its associated 
road companies. In 1936 he became Assis 
tant Docks & Marine Manager. In 1941 
he was appointed Docks & Marine Man- 
ager, during the absence of Mr. R. P. 
Biddle on Government service. Mr. 
Short is Chairman of the Southampton 
Harbour Board, and of several com- 


mittees and other bodies connected with 


port affairs, including the Southampton 
Port Emergency Committee, Docks Com- 
mittee of the Railway Executive Com- 


Mr. R. H. Edwards 


Appointed Divisional Docks Engineer, 
arry, G.W.R. 
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Mr. R. P. Biddle 


Docks & Marine Manager, Southern Railway, 
released from Government service 


mittee, Southampton & Poole Dock 
Labour Board, and No. 8 Group of the 
Association of Port Employers, which em 
braces ports from Dover to Weymouth 
inclusive; but as a result of his new 
appointment he will be resigning shortly 
from these Chairmanships. 


Mr. R. P. Biddle, C.B.E., M.Inst.T., J.P. 
who, as recorded in our October 5 issue 
has resumed his duties as Docks & Marine 
Manager, Southern Railway, on_ release 
from Government service, joined the former 
London & South Western Railway in 
Jersey, where his father was the local 
agent of that company. In 1907 he was 
transferred to the Marine Department at 
Southampton, where he gained experience 
in the various branches of cross-Channel 
freight working. For some years he was 
Personal Assistant to the Chief of the Marine 
Freight Department until, in 1914, he 
was attached to the personal staff of the 


Mr. N. S. Cox 


Appointed Divisional Engineer, 
Plymouth, G.W.R. 
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Docks & Marine Manager. He was granted 
a commission in the Hampshire Regiment 
in 1915, and served with his battalion in 
India and afterwards with the Egyptian 
Expeditionary Force, and was mentioned in 
Lord Allenby’s despatches. He was pro- 
moted Captain and eventually demobilised 
in 1920, and afterwards was appointed 
Chief Clerk and, in 1924, Assistant, to the 
Docks & Marine Manager. In 1927 he 
became Assistant Marine Manager, and 
in 1933 he was made Assistant Docks & 
Marine Manager. He was appointed Docks 
& Marine Manager in 1936. Mr. Biddle 
was appointed, in 1940, a member of the 
Clyde Committee of Inquiry, to consider the 
position at Glasgow docks and to make 
recommendations with a view to the most 
efficient working of the port during the war. 
His services were lent to the Government in 
1941, and he was appointed Deputy- 
Director of Ports, Ministry of Transport. 
He held that post until April, 1945, when 
he was made Regional Port Director, North 
Western Area, which position he held until 
released from Government service. Mr. 
Biddle is a Chevalier of the Legion of 
Honour and was made a C.B.E. in Septem- 
ber, 1944, for services in the planning of 
the landings in Normandy. 


Mr. M. C. Harrison, who, as recorded in 
our October 5 issue, is retiring at the end 
of the year from the position of Divisional 
Docks Engineer, Barry, Great Western 
Railway, joined the old Barry Railway as 
a pupil of the late Mr. James Bell, Engineer 
to that company, and for some time was 
engaged on the construction of the East 
Dock at Barry and branch lines of the 
company, under Sir John Wolfe Barry. 
After completing his articles he was taken 
on the Barry Railway engineering staff, 
and in 1903 was appointed Assistant 
Engineer. In that capacity he was respon- 
sible, under the Chief Engineer, for carrying 
the renewal in stee: and ferro-concrete 
of the high-level gantries at Barry, the 
layout and foundations for fivé additional 
30-ton hoists at No. 1 dock, additional 
power houses, and the overhauling and 
renewal of the basin and deep lock gates. 
In 1919 Mr. Harrison was appointed Chief 
Engineer to the Barry and Vale of Glamor- 
gan Railways, and held that position until 
the amalgamation with the Great Western 
Railway in 1922. He then was appointed 
Resident Docks Engineer for Barry and 
Penarth Docks and MHarbour, and in 
August, 1925, succeeded Mr. W. H. Blackall 
as Divisional Engineer at Newport, G.W.R., 
holding that position until 1931, when he 
was appointed Divisional Docks Engineer, 
with headquarters at Barry. The docks 
division includes the ports of Newport, 
Cardiff, Penarth and Barry. Mr. Harrison 
is the last remaining chief officer of the 
railway companies amalgamated with the 
G.W.R. in 1922. 


out 


Mr. Roy Hartley Edwards, A.M.Inst.C.E., 
Assistant Divisional Docks Engineer, Barry, 
Great Western Railway, who, as recorded in 
our October 5 issue, has been appointed 
Divisional Docks Engineer, Barry, from 
January 1 next, on the retirement of Mr. 
M. C. Harrison, served his pupilage with 
the Chief Engineer of the former Taff Vale 
Railway and was appointed to the engin- 
eering staff in 1920. After the amalgama- 
tion of the railways in 1922 he held appoint- 
ments at Penarth Dock and Harbour, Barry 
Docks, Newport, and in the office of the 
Chief Engineer at Paddington. In 1932 he 
was appointed Assistant at Newport Docks 
and in the next year to a similar position 
at Cardiff Docks. In 1937 he was promoted 
Assistant Divisional Docks Engineer, Barry. 
He was appointed Assistant Divisional 
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Engineer, Cardiff, in 1939, and to a similar 
position at Newport in 1944, neither of 
which appointments he filled on account of 
his absence on military service. In Feb- 
ruary this year, at the request of the 
G.W.R., he was specially released from 
active service and returned to this country, 
when he was re-appointed Assistant Divi- 
sional Docks Engineer, which position he 
will vacate for his new appointment as 
Divisional Docks Engineer responsible for 
the company’s docks at Newport, Cardiff, 
Penarth and Barry. Mr. Edwards was 
gazetted Second Lieutenant in the Royal 
Engineers (S.R.) in 1925, and assisted in 
the formation of 151 (G.W.) Railway 
Construction Company, R.E., in that year. 
He was promoted Captain in 1935, and 
Major in 1936, and was given command of 
the unit which he subsequently mobilised 
and took to France on September 13, 1939, 
returning with it through Dunkirk the next 
May. For his services at Dunkirk he was 
mentioned in despatches. He was pro- 
moted Lt.-Colonel in November, 1940, 
formed No. 5 Railway Construction & 
Maintenance Group, R.E., and was later 
Engineer in charge of all War Department 
railway construction works in the Southern 
Command. In June, 1944, with his group 
he proceeded immediately after D-Day to 
France, where under his direction it was 
engaged on essential railway repairs and 
construction work. He remained with the 
group until his release this year. Mr. 
Edwards is a Vice-Chairman of the local 
association of the Institution of Civil 
Engineers. He is also a Fellow and Member 
of Council of the Permanent Way Insti- 
tution. 


Mr. N. S. Cox, B.Sc. (Eng.) (London), 
A.M. Inst.C.E., _ Assistant Divisional En- 
gineer, Plymouth, Great Western Railway, 
who, as recorded in our October 5 issue, has 
been appointed Divisional Engineer, Ply- 
mouth, on the retirement of Mr. E. Lake on 
December 31, was educated in Nottingham, 
and, after service with the Royal Welch 
Fusiliers during the war of 1914-18, com- 
pleted his studies at the Nottingham 
University College. He received his prac- 
tical training under Colonel F. Rayner, 
Engineer to the Trent Navigation Company, 
and subsequently acted as Assistant Resi- 
dent Engineer during the construction by 
the Nottingham Corporation of extensive 
river works on the River Trent between 
1921 and 1925. Mr. Cox joined the G.W.R. 
at Swansea in 1925, and he took an active 
part in the construction of new works under- 
taken by the company, including the 
provision of 20-ton coal shipping appli- 
ances. He was appointed Resident Assist- 
ant at Newport Docks in March, 1929, on 
the formation of the Eastern Docks Division 
and in March, 1932, became Assistant to 
the Divisional Engineer at Gloucester. Mr. 
Cox was appointed Assistant Divisional 
Engineer, Plymouth, in January, 1935. 


On the nomination of the Prime 
Minister, Mr. A. R. Fraser has been 
elected to the board of the Suez Canal 
Company, in succession to Mr. N.° E. 
Young. Mr. Fraser will hold the post of 
Resident Director. He is the Assistant 
Secretary of the Board of Trade. Mr. 
Young was appointed Resident Director 
of the Suez Canal Company in 1939, in 
succession to Sir Ian Malcolm, who 
retired. 


Major-General E. P. Readman has been 


appointed a Special 
English Steel Corporation Limited, to 
assist the Managing Director in the 
administration of the works at Openshaw, 


Director of the 
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Dinting Vale and Holme Lane, and also 
will be in charge of the ‘sales organisa- 
tion covering the corporation’s small tool 
and tool steel business and forgings and 
castings produced at Openshaw. General 
Readman, who has been with the English 
Steel Corporation for some years, has 
been on military service since August, 
1939, and was released last September. 


Colonel C. E. Farrer, M.C., formerly 
Chief Electrical & Mechanical Engineer, 
Advance Base Workshops, R.E.M.E., 21 
Army Group, has joined the staffs of 
Hydraulic Coupling & Engineering Co. 
Ltd., and S.S.S. Gears Limited, Fluidrive 
Works, Isleworth, as Technical Sales 
Engineer and is particularly concerned 
with Fluidrive 5S.S.S. (Synchro-Self- 
Shifting) transmissions for vehicles. 


REGIONAL BOARDS FOR INDUSTRY 


The following have been appointed the 
Chairmen of the Regional Boards for 
Industry, which are being formed by the 
conversion of the wartime Regional Pro- 
duction Boards :— 

Lord Ridley (Northern), Mr. G. B. Bagnall 
(East & West Ridings), Mr. S. F. Peshall (North 
Midland), Mr. H. Weston Howard (Eastern), Sir 
Gerald B. Canny (London & South Eastern), 
Mr. C. Eric Palmer (Southern), Lt.-Colonel 
Mark Whitwill (South Western), Mr. Percy 
Thomas (Wales), Mr. George Gibson (North 
Western), Bailie W. Elger (Scottish), The 
appointment of the Midland Board Chairman 
is to be announced later. 

The National Production Advisory Coun- 
cil also is being reconstituted. The Presi- 
dent of the Board of Trade will be its 
Chairman. It will include all the Chair- 
men of the regional boards, and six repre- 
sentatives each of the Trades Union Con- 
gress and the national organisations of 
employers, as follow :— 

Representing the Trades Union Congress : 
Sir Mark Hodgson, Mr. H. N. Harrison, Mr. 
Jack Tanner, Mr. A. Deakin, Mr. A. Roberts 
Mr. Andrew Conley. : 

Representing the British Employers’ Con- 
federation and the Federation of British 
Industries, jointly: Lt.-Colonel Lord Dudley 
Gordon, Sir Clive Baillieu, Sir Frank Platt, 
Sir Alexander Ramsay, Sir John Forbes Watson, 
Mr. Andrew K. McCosh, 


FEDERATION OF BRITISH INDUSTRIES 

The Grand Council of the Federation of 
British Industries has accepted with regret 
the resignation of Sir Guy Locock as Direc- 
tor of the F.B.I. Sir Guy Locock who has 
occupied that position for 14 years, joined 
the Federation as Assistant Director in 
1918. The Grand Council has recorded its 
appreciation of the wisdom, ability and tact 
with which he has carried out his duties, 
and at its special request Sir Guy Locock 
has agreed to continue in office until his 
successor is installed, and thereafter to 
make his services available to the Federa- 
tion in an advisory capacity. 

The Council has approved the appoint- 
ment as Director-General of Mr. N. V. 
Kipping to take effect as early in the New 
Year as his release from Government duties 
can be arranged. During the war Mr. 
Kipping was Head of the Regional Organi- 
sation of the Ministry of Production. With 
the end of the war and the assumption by 
the Board of Trade of the continuing 
functions of the Ministry of Production he 
was appointed an Under-Secretary of the 
Board of Trade and became responsible, 
among, other matters, for the regional 
boards as a whole and for the Board of 
Trade’s own Regional Organisation. Before 
joining the Ministry of Production Mr. 
Kipping was Works Manager of Standard 
Telephones & Cables Limited. 
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Provisional Organisation for European of the old through passenger services, such b 


as London-Berlin, London-Basle, Paris. Ama 
Inland Transport Prague, Paris-Copenhagen and Paris-Bel- Uni 
grade the 
Broadcasting to Europe on October 9, of ownership, had sent to all.corners of their Throughout this early period the organisa. in tl 
M. Jean Lévy, Chairman of the Executive’ occupied areas; and to return equipment tion lacked the full co-operation of Allies emp 
Board of the Provisional Organisation for which the Allies had taken for common in the east. But on September 27, th, T 
European Inland Transport, said he had use against the enemy U.S.S.R., Czechoslovakia, Greece and Yugo. bont 
been asked to talk about the Organisation slavia announced that they were 1 Vv to of 4 
and the work which it must do to accom- PROVIDING THROUGH ROUTES join the organisation. A new agreen 
plish its purpose. The story began in the Supplies were only one half of the prob- (differing only in some details fr 
summer of 1942 when the Allied Govern- lem. With or without additional supplies, existing provisional treaty) was 
ments set up an Allied Relief Bureau. This transport had to be got on the move. The and E.C.I.T.O. was established 
Bureau was told to prepare for the relief organisation set up a centralised body to agreed to E.C.1.T.O. on October 1, 
and rehabilitation of Europe after the war. regulate the exchange of railway wagons; later on perhaps other European c 
\fter much careful and hard work, after it had paid special attention to the through might be invited to join the 
nany inquiries pursued in the face of great movement of coal, and was working for sation 
difficulties, the Bureau evolved the organi the establishment of through routes between Major-General Badulin, head 
sation for the relief of Europe known as_ say, Czechoslovakia and West European Soviet Delegation, in signing the ag 
U.N.R.R.A. Even in those early days ports; between Switzerland and Sweden. for his country, said he hoped the 
t was agreed that transport would bring It was studying possible routes between, work of the organisation would bs 
ts own separate problems of restitution. for example, the Channel ports and Poland, by the same spirit of friendship, c« 
Plans to get Europe moving again were not and Paris and Warsaw It had convened tion and mutual understanding th 
just a detail of general relief work. Trans- an international conference of railway been shown by all countries rep 
port plans must cover a field not covered administrations to discuss the restoration at the preliminary discussions. 
U.N.R.R.A they must be worked out =: 
people with the necessary technical , 


Aa and so the continental Allies Restaurant Cars on the zebrano Polished plate glass d 


Belgium, Czechoslovakia, France, Greece screens, on which tasteful designs hay 
Luxembourg, the Netherlands, Norway G.W.R. etched, are fitted above the seat bacl 
Poland and Yugoslavia—together with glass panels are carried in tubulat 
the United Kingdom and the U.S.A In preparation for the post-war restora ings of aluminium The tables 
ippointed a Technical Advisory Committee tion of restaurant car services the G.W.R similar construction to those in tl 
n Inland Transport Our Russian Allies is redesigning the interiors of the vehicles class saloon, but are covered in tan 


vere not represented, but they were told In one instance, the walls and doors of the hide to match the seats. The colour 


of all that went on first class saloon, which is at one end of the chosen for the third class saloon 
With the sudden collapse of Germany the car, are panelled in blistered saleli, en very light and sunny appearance 
nilitary period had to come to an end, and hanced by the relief afforded by banding in curtains of cotton damask, in appl 
)-operation to solve common difficulties bella rosa. Curtain pelmets, veneered with and biege, harmonise with the rich 
attempted, then action must be the same timbers, extend along both sides colour of the mottled ash walls, an 
f day. On May 8, 1945 of the saloon above the windows, from which green jasper Korkoid floor covering 
Day—the Western European Alli are hung mercerised cotton damask curtains a centre-corridor carpet in_ beig¢ 


of tl 


rit 
gether with the U.K. and U.S.A., agreed of bronze colour, with a small beige design, apple-green border, complete 
set up, at once, a Provisional Organisa- and the wall decoration’ is harmoniously attractive decorative scheme. 
nfor European Inland Transport. The completed by peach glass decorative rhe corridor extending from the 
knowledge of those who had mirrors fitted between the side windows the third class saloon and communi 
recorded the destruction an rhe ceiling, which is covered with ivory with the kitchen and pantry, ha 
anisation of communications, ) vhite leather cloth, is formed of deep coves received attention, and the side walls 
areful calculations of the essential way vhich extend from the side walls to a flat been panelled with an attractive sh 
1d means of restoration, their foresight centre panel into which large circular panels vyanide, arranged in continuous horiz 
1d imagination quickly bore fruit. Within are recessed, carrying pink flashed-opal bands divided by narrow flush moul 
matter of weeks an international staff electric light bowls at the centre, and with in polished white sycamore, which ti 
been assembled at a headquarters the sides slotted for ventilation Addi- has also been used for all the finish 
n London Regional offices wert tional lighting is provided by a disc of this section of the coach \long 
1 in Pari Brussels and the Hague, similar glass arranged below the side corridor a terrazzo floor has been laid 
be followed later by a liaison office with covings above each table. inset brush mats arranged at int 
lilitary « ccupation authorities Work The tables and tub-type revolving chairs Other restaurant cars are being rede: 
id begun on the most urgent of the tasks are new and interesting features, and careful similarly and variety is being obtain 
ebuilding communications. Supplies of consideration has been given to their the use of other shades of hide for 
transport material and equipment in the _ design to provide accessibility and comfort upholstery, with specially chosen «¢ 
vastated parts of Europe were almost The table supports are in aluminium, and _ materials to tone, while for the wall d 
ervwhere insufficient for the need Phe the table tops are of compressed cork and tion in certain of the first class 
udden end of the war had left huge quan aluminium, covered with smoke-blue vau- inlaid timber designs will be intr 
ties of surplus military stores and a great mol hide, with an edging of aluminium instead of the decorative mirrors. 
inused capacity to produc« Che chairs, which can be revolved towards 
the centre corridor are upholstered in 


smoke-blue hide th beige pipings, and ; 
a nted on bronze pedestals, fitted Staff and Labour Matters 


The organisation set out to find material are mounted on 
t could be used or diverted for transport with ball bearings. The tasteful decorative Gapantry of L.M.S.R. Police Sergeant 
oses and to see that it went to the right scheme of the saloon is completed by the Fhe Mine's Police & Fire Services Meda 
Steps were taken. for example, Korkoid floor covering on which a Wilton fas Gallantre has been awartied to Sergeant 
divert surplus army lorries to Belgium, pile carpet in beige with blue borders is William Parker Huddart, L.M.S.R. Police 
te rive the Netherlands first choice of laid along the centre corridor ; 


Diesel equipment for use on the electrified For the third class saloon, at the opposite Women’s Wages in Engineering 
railways, and for an allocation of loco- end of the car, an entirely different treat- The National Arbitration Tribunal re- contit 
motives to U.N.R.R.A Everything had ment has been introduced The walls are cently has issued its award on a claim for Depa 
be done at once to get back to work panelled with mottled ash relieved with a substantial increase in the schedule of $1z 

transport equipment which was damaged zebrano, and the ceiling, which is covered wages for female workers, provided under 

or idle for want of spares The organisation with ivory-white leather cloth, is coved an agreement of August 9, 1944, in the 

arranged for British experts in the reclama- from the side walls to the centre panel. engineering industry. The matter was 

tion of worn out and damaged mechanical \ very pleasing effect is obtained in the referred to the National Arbitration Pri- 

parts to go to the Continent. They took centre panel by the introduction of square bunal by the Minister of Labour & National 

with them a number of demonstration recesses throughout the length, which are Service for settlement in accordance with 

mobile workshops ; and they were now on alternately fitted with flat satin-finished the provisions of the Conditions of Employ- 

the road, teaching new methods of electric glass panels for lighting and with slotted ment & National Arbitration Order, 1949, 

and oxy-acetyline welding and getting the side panels for ventilation A feature of as a trade dispute between :— 

wheels turning again. Steps had to be this compartment is the low tip-up seats (a) employers ; members of the assot la- 

taken to sort out and return transport which are upholstered in a light tan shade tions federated with the Engineering & 

equipment which the Germans, regardless of hide, with the seat ends veneered in Allied Employers’ National Federation; 
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workmen ; 
Amalgamated Engineering Union, National 
Union of General & Municipal Workers and 


the Transport & General Workers’ Union 
in the employment of the above-mentioned 
emp yers. 

TI rribunal awards that the national 


bonus and the timeworkers’ bonus per week 
of 47 hr. shall be increased as follows : 


Increase in Increase in 


Age national timeworkers’ 
bonus bonus 
s. d. s. d. 
18 years and over ... ; , = 0 6 
17 ,, under 18 years 1 0 0 6 
16 ——— bP 09 0 6 
15 sie a ze 0 6 0 6 
14 ee aes 0 6 0 6 
With the above increases the wages for 
in the engineering industry are 
is f WS 
Inclusive 
rate 
Age Basic National Time- (time- 
rate bonus workers’ worker's) 
bonus per 47 hr. 
s. d s. d. s. d. . = 
21 r 37 0 iS 6 5 6 58 0 
20 35 0 15 6 5 6 56 0 
19 33 O iS 6 5 6 54 0 
18 31 0 15 6 5 6 52 0 
17 22 8 11 O 3 6 37 2 
16 20 4 * 3 $3 6 mF 
5 I5 8 6 0 3 0 24 8 
4 14 0 5 0 2 0 21 0 


award the Tribunal provides that 
t creases shall have effect as from the 
eg ing of the first full pay period after 


September 28, 1945 


Questions in Parliament 


Railway Freight Charges 
( mel C. N. Thornton-Kemsley (Kin- 
and Western—( on October 10 
Prime Minister whether he would 
the appointment of a Select Com 


S the 


itt to consider the advisability of intro- 
equalised rates of freight charges 
allway transport as a means of 
raging the economic rehabilitation of 
untrvside and the redistribution of 

ry 
Lord President of the Council (M1 
who had been asked to 


Herbert Morrison 
re] said : The Minister of War Transport 

mining the principles on which 

based and will 
n mind the views of Colonel Thornton 
K I do not think, however, that 
ppointment of a Select. Committee 
be an appropriate method of dealing 
the matter 


rt charges should be 


Public Relations Officers 
R. De la Ee vesham— on 
10 asked the Prime Ministe1 
r, In view of the termination of the 
discontinuance or, 
numbers of 


Bere 


ere could be a 
that, a reduction in the 


Pr Relations Officers attached to all 
G nment departments at Whitehall ; 
hether he could give an assurance that 
ernment would do nothing to impede 
edom of Press reports throughout the 

M ( R. Attlee (Prime Ministe1 
N Sil Public Relations Officers will 


ue to be employed by Government 
Vepartments in the post-war period. The 
SIZ f their staffs, however, is under review 
present time and some reductions are 
bei made It is the duty of Public 
R ions officers, far from impeding the 
Ir ym of Press reports, to provide the 
Pre with accurate and timely information 
egarding Departmental activities 
Mr. De la Bere: Will the Prime Minister 
answer the last part of my question about 
th Press ? 
[he Prime Minister Certainly, I have 
no intention whatever of impeding the 
Ir om of the Press and my answer, as a 


wqmen members of the 
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matter of fact, | think, dealt with that 
point. 

Mr. De la Bere: Is not the Government 
trying to reconcile two _ irreconcilable 
factors ? 1 will raise this matter on the 


adjournment 


Ministry of Labour Public Relations 

Mr. Garry Allighan (Gravesend—C.) on 
October 9 asked the Minister of Labour if 
he could state the total numbers of personnel 
attached to the Public Relations staff of 
his Ministry on August 31, 1939, and 
August 31, “1945, respectively, with a full 
list of their positions and salaries on those 
two dates 

Mr. George Isaacs (Minister of Labour), 
in a written reply, stated Figures of 
staff in posts on August 31, 1939, are not 
available, but those for October, 1939, are 
as follow 


| Assistant Secretary (part time on other 


duties) .. : , . £1,286 
| Chief Publicity Officer . ss ne 898 
2 staff clerks, higher grade 695 (av.) 
| clerk, higher grade . 504 
4 clerical officers : ‘ a 321 (av.) 
| clerical assistant, grade | 118 


No war bonus was payable on any of the above salaries. 
The figures for August 31, 1945, are as 
follow 


| Director of Public Relations £1,150 
| Press Officer . . Q 800 
| senior staff clerk (minimum of scale) . 750 
| staff clerk, higher grade (maximum of 
scale we ‘ 750 
3 staff clerks ; 600 (av.) 
3 senior temporary assistants 420 (av.) 
2 clerks, higher grade 490 (av.) 
296 (av.) 


11 clerical officers 

| temporary woman clerk 

| temporary woman clerk (part 
time) eve . 


£2 16s. Od. per week. 


£2 6s. 6d. per week. 


salaries all men 
bonus and 


In addition to these 
receive {60 per annum wat! 
women £48 per annum war bonus with the 
exception of the full-time temporary woman 
clerk, who receives war bonus of 18s. 6d 
a week, and the salary of the part-time 
clerk is inclusive of 


temporary woman 


bonus 
Government Civil Aviation Policy 
Captain Sir Peter Macdonald (Isle of 
Wight—C.) on October 10 asked the Parlia 
mentary Secretary to the Ministry of Civil 
(Aviation, whether he could now make a 
full statement with regard to the policy 
of the Government on civil aviation; and 
to what extent previous Government poli \ 
on this subject was to be modified 
Mr. Ivor Thomas: The Minister hopes 
to be in a position to make an announce 
ment on civil aviation policy at an early 
date 
Sir P. Macdonald Is the Parliamentary 
aware that the failure of the 
Government to make up its mind on this 


pecretar\ 


very vital question causes great confusion 
to civil aviation not only in this country, 
but throughout the Empire Will he make 
up his mind as soon as possible because I 
intend to raise this matter on the Adjourn 
ment at the earliest possible moment 

Mr. Thomas The Minister hopes to be 
able to make this statement very shortly 
He has been in office for only two months 
and I could not agree that this is a long 
period in which to formulate a policy on 
such a complicated issue 

Sir P. Macdonald Is it not a fact that 
the policy laid down by the late Govern 
ment was advocated in a White Paper 
submitted to this House by the present 
President of the Board of Trade ? 

Mr. Thomas It is one of the consti- 
tutional axioms of this country that no 


Government is committed by its prede 
cessor 

Mr. A. T Lennox-Boyd (Mid-Bedford- 
shire—C.) Although that may be true, 


what possible objection could there have 
been for going ahead with the policy which 
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all members of the late Government ap- 
proved, and which would have enabled us 
to meet the challenge from America to 
which we are now subjected ? 

Mr. Thomas: No, sir. The question of 
policy has not led to any delay in meeting 
our post-war requirements for air transport. 
The only delay is caused by the physical 
factor of aircraft. 


Heath Row Aerodrome 

Wing-Commander G. Cooper (Middles- 
brough West—Lab.) on October 10 asked 
the Parliamentary Secretary to the Ministry 
of Civil Aviation, if it was for his Ministry 
or for the Air Ministry that the construc- 
tional work was being proceeded with at 
Heath Row Aerodrome ; what was the cost 
of the constructional work decided upon 
and now in hand; and whether the long- 
term policy for Heath Row was to be 
developed for the use of civil aviation or for 
the R.A] 

Mr. Ivor Thomas: The constructional 
work now proceeding at Heath Row is being 
undertaken on behalf of the Air Ministry 
Work was started during the war to meet 
Royal Air Force requirements for a large 
airfield near London for long-distance trans- 
port, but since it was recognised that the 
site selected was the best for a major civil 
airport, there was consultation 
between the Air Ministry and my Depart- 
ment to ensure that the work undertaken 
for military purposes could readily be 
incorporated in a civil development scheme 
Long-term policy is that Heath Row should 
be developed for the use of civil aviation 
and the use made of it by the Royal Air 
Force will depend on defence needs. The 
cost of the work now in hand is about 
£4,000,000 Further development on civil 
aviation account will necessarily extend 
over a considerable number-of years and no 
estimate of the total cost can as yet be given 

Wing-Commander Cooper : Will = the 
Minister give information with regard to 
whether the scheme for Heath Row is pre 
ferable in every way to the scheme con- 
templated for Heston before the war as the 
civil airport for London ? Will he also say 
how much work now in hand will be of use 
for a civil airport, because my information 
is that some £100,000 is being wasted on the 
present scheme ? 

Mr. Thomas 


close 


The scheme being put in 
hand at Heath Row is, without question, 
much preferable to the use of Heston 
Heston is not really suitable as a major air 
port for London, and we intend that Heath 
Row shall be equal to any aerodrome in the 
world I am advised that all the work now 
being done at Heath Row will be suitable 
for civil purposes and the money, therefore, 
is not being wasted 

Lt.-Colonel J. R. H. Hutchison (Glasgow 
Central—C.) : In view of the Parliamentary 
Secretary's statement that Heston is un- 
satisfactory, and in view of the fact that 
Heath Row is not yet ready, will the 


Parliamentary Secretary consider imple- 
menting the promise given to designate 
? 


Prestwick as an international airport ! 

Mr. Thomas: I should like it made clear 
that Heston, of course, is not unsatisfactory 
for all purposes. I said as a major long- 
distance aerodrome. The , question of 
Prestwick is another matter on which I hope 
to be able to make a statement at an early 
date. 

Mr. F. G. Bowles (Nuneaton—Itab.) : In 
view of the fact that Heath Row will not 
be ready for two years, and that Croydon is 
completely unsatisfactory, will the Parlia- 
mentary Secretary make strong representa- 
tions to the R.A.F. to hand over Northolt, 
which is the only suitable aerodrome within 
reasonable distance of London ? 

Mr. Thomas : It is not a fact that Heath 
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Row will not be ready for another two years. 
In fact, the R.A.F. will probably be using 
the first runway at Heath Row next month, 
and for civil aviation three runways will 
probably be ready for use next summer. 
There is, therefore, no foundation for some 
of the rumours that I have seen, on this 
subject. With regard to the use of Northolt, 
that is covered by the answer which I have 
already given on the question of joint user. 
[ should like to take this opportunity, how- 
ever, of saying that the Air Ministry is being 
most co-operative in this matter. We 
realise on our part the over-riding needs of 
defence and the Air Ministry recognises the 
place for civil aviation in the post-war 
world. 


Internal Air Lines 

Mr. Eric Gandar Dower (Caithness & 
Sutherland—C.) on October 10 asked the 
Parliamentary Secretary to the Ministry 
of Givil Aviation whether he would permit 
pre-war operating companies, or existing 
operating companies, to resume any internal 
air line they had previously operated pro- 
vided no other company was operating the 
route, as such permission would be bene- 
ficial to demobilised R.A.F. personnel 
anxious to enter civil aviation. 

Mr. Ivor Thomas: These matters are 
under consideration in connection with the 
Government's Civil Aviation policy on 
which it is hoped to make a statement in 
the near future 

Mr. Gandar Dower: Will the Parlia- 
mentary Secretary permit any air line 
company which already has sufficient air- 
craft and personnel so to resume ? 

Mr. Thomas: That would be to antici- 
pate the statement which the Minister 
hopes to make in the near future, and I am 
afraid I cannot do that. 


Priority Air Travel 

Mr. Eric Gandar Dower (Caithness & 
Sutherland—C.) on October 10 asked the 
Parliamentary Secretary to the Ministry 
of Civil Aviation whether he would ter- 
minate the system of granting priority 
travel on internal air lines; and whether 
he was aware that this system caused 
inconvenience to the travelling public and 
was disliked by the air line companies 
obliged to implement it. 

Mr. Ivor Thomas (Parliamentary Secre- 
tary to the Ministry of Civil Aviation) : 
It is not yet possible to bring the priority 
system to an end. The inconvenience 
caused is regretted and the system will be 
terminated as soon as conditions permit. 


Air Traffic Competition 

Lt.-Colonel Sir Thomas Moore (Ayr 
Burghs—C.) on October 10 asked the 
Parliamentary Secretary to the Ministry of 
Civil Aviation what steps His Majesty’s 
Government proposed to take to meet the 
challenge of the American air lines to cap- 
ture the air traffic between North America, 
Europe and the Far East. 

Mr. Ivor Thomas: The Minister hopes 
to be in a position to make a statement 
about the organisation of British overseas 
air services at an early date. Every possible 
enceavour is being made, including accelera- 
tion of British ‘aircraft production, to over- 
come handicaps which are the direct result 
of our war efforts. 

Sir T. Moore: Can the Parliamentary 
Secretary explain why the Government has 
lost all power of initiative and decision in 
regard to this matter ? Has an atomic 
bomb struck it ? 

Mr. Thomas: No, Sir. The Government 
is acting with great decision in this matter, 
and we hope to introduce a policy in a very 
much shorter time than it took our pre- 
decessors to do so. 
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Mr. A. T. Lennox-Boyd (Mid Bedford- 
shire—C.) : Is the Parliamentary Secretary 
aware that that confidence is not shared by 
our friends in Eire, who see, through 
American activity, that country rapidly 
becoming an American Dominion ? 

Mr. Thomas: No,Sir. Wehaverecently 
had very friendly conversations with Mr. 
Lemass, and there is no foundation for that 
assumption. 


Radio Telephony for Air Lines 

Mr. Eric Gandar Dower (Caithness & 
Sutherland—C.) on October 10 asked the 
Parliamentary Secretary to the Ministry of 
Civil Aviation whether he would now 
permit internal air lines to operate radio 
telephony for wireless guidance under the 
same conditions as existed prior to the war. 

Mr. Ivor Thomas: A re-organisation of 
radio services in the United Kingdom is 
now taking place whereby certain fre- 
quency channels used by the Royal Air 
Force during the war will be released for 
civil aviation purposes. Some of these 
channels will be made available to internal 
air lines for radio telephony. 

Mr. Gandar Dower :. Is the Parliamentary 
Secretary aware that, with the small air- 
craft which it is necessary to employ on 
internal air lines to-day, the use of radio 
telephony will save the carriage of a wire- 
less operator and offer to the general public, 
already crowded out, a 10 per cent. increase 
of passenger seats ? 

Mr. Thomas: Yes, sir. 


Petrol Restrictions 

Squadron-Leader Sir Gifford Fox (Henley 

-C.) on October 9 asked the Minister of 
Fuel & Power what amount of petrol would 
be required to double the present ration ; 
and what proportion the total amount of 
petrol then being used in. this country 
would bear to the total used in 1939. 

Mr. E. Shinwell (Minister of Fuel & Power) 
in a written answer stated: An additional 
394,000 tons of petrol a year, it is estimated, 
would be required in order to double the 
present basic ration. If the basic ration 
was doubled but no increases were made 
in the supplementary rations for cars and 
motor cycles, the total annual consumption 
of petrol by such vehicles would be approxi- 
mately 52 per cent. of that in 1938. This 
estimate is based on the number of cars 
at present in use, and takes no account of 
the large increase which would result from 
doubling the ration. 

Mr. Alfred Edwards (Middlesbrough 
East—Lab.) on October 9 asked the 
Minister of Fuel & Power if it was his inten- 
tion to continue control of petrol under the 
pool distribution scheme or if it was in- 
tended to revert to the competitive system. 

Mr. E. Shinwell wrote in reply: I have 
this matter under consideration but I am 
not yet in a position to make a statement. 

Squadron-Leader Sir Gifford Fox (Henley 
—C.) on October 9 asked the Minister of 
Fuel & Power why the fuel ration books 
now being issued for ten horse-power motor- 
cars provide six units for the months of 
September, October and November, eight 
for the month of December, seven for the 
month of January and seven for the month 
of February. 

Mr. E. Shinwell in a written reply: The 
coupons included in the current ration 
books are intended to provide 18 units for 
the three month period, September-Novem- 
ber, giving a monthly mileage of approxi- 
mately 150 miles. For the three following 
months, there are 22 units intended to pro- 
vide monthly mileage of approximately 
180 miles. To split the 22 units between 
the three months as evenly as possible it has 
been necessary to provide 8 units for the 
month of December and seven for each of 
the other two months. 
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Parliamentary Notes 


TRAVEL BETWEEN GREAT BRITAIN AND 
IRELAND 

In the House of Lords on October 9 Lord 
Templemore called attention to the condi- 
tions of railway and steamship travel 
between Great Britain and Eire and 
Northern Ireland. He said that anyone 
who wished to proceed to Northern Ireland 
had first of all to go through the formality 
of obtaining a passport. That might take 
anything from a week toa month. Thena 
sailing certificate had to be obtained from 
the steamboat company. When one had 
got that certificate it+was exceedingly 
difficult to change it. Assuming that one 
got a passport and permit and everything in 
order he would proceed to Euston Station. 
If one went in plenty of time for the frish 
Mail which left about 8.15 he might with 
luck get a seat. If not, he might have the 
pleasure of standing up all the way from 
Euston to Holyhead, and as the train took 
an hour longer than it did before the war 
that was not a very pleasing experience 
Having got there, they had got to queue 
up and if they were not at the top of the 
queue they had to spend anything from 
an hour to two hours sitting or standing in 
a very draughty or windy shed. 

Describing the journey, Lord Templemore 
said the train left Euston at 8.15 and got 
into Holyhead about a quarter to four. 
They were exceedingly lucky if the boat 
left before a quarter to five or five o'clock. 
As the boat steamed more slowly now to 
save fuel, they did not gef into Dun 
Laoghaire until 8 o’clock, or it might be 
8.15 or 8.30. The position was now 
worse since the Government of Eire had 
continued with summer time when we had 
not. It would therefore be 9 or 9.15. 
On arriving they had the wearisome 
journey through the Customs and _ the 
passport office. That meant that the un- 
fortunate people who were not going to 
Dublin, who had not got cars to take them 
where they wanted to go, either had to 
find quarters or else hire motorcars at 
great expense to take them to their destina- 
tions, because the trains in Ireland did not 
run at night. In addition to the examina- 
tion of. passports, there was, because of 
rationing and shortage of certain commo- 
dities in this country, an examination of 
luggage. He reminded the Government 
that the war with Germany had been over 
for five months and the war with Japan 
two months. He thought it was high time 
something was done to obviate these very 
vexatious delays. It was high time the 
system of passports between the two 
countries was abolished. 

He had no hesitation in describing the 
accommodation on board the ships now as 
absolutely deplorable. Everybody, including 
old people, ill people, women with young 
children, babies in arms—they were all 
crowded on board almost like cattle. If 
that was unpleasant, as it undoubtedly 
was, in fine weather, he left the House to 
imagine the conditions on board and the 
state of the ship on arrival when the 
weather was rough. He had _ witnessed 
quite dangerous scenes. He had seen 
crowds of people moving up and down a 
narrow companion-way in a rather ‘rough 
sea, and there might easily have been 
panic resulting in a very serious accident 
save for the conduct of the very efficient 
staff of stewards. He did not see Lord 
Royden present, but he made no attack 
on his most efficient company. It did 
its best, but everybody knew that it was 
the Government which really controlled the 
railways and steamships. 

The number of steamers on the 
service in 1938 between Holyhead and 
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Kingstown was three, and the average 
number of passengers per trip was 365. On 
the Heysham-Belfast route the number of 
steamers was four, and the average number 
of passengers per trip was 301. Between 
Stranraer and Larne the number of steamer 
was two, and the average number of passen- 
gers per trip was 238. Today between 
Holyhead and Kingstown there was one ship 
and the average number of persons taken 
per trip was 647. Between Heysham and 
Belfast there were two ships and the 
average number of people taken on each 
trip was 541. On the Stranraer to Larne 
route there was one ship and the average 
number of passengers was 832. The 
Heysham route had not even got two 
steamers at the moment because one had 
been taken off and put into the mail service 
to Kingstown. There was, in addition, a 
service from Liverpool to Belfast managed 
by Coast Lines, which now ran a service 
three days a week instead of every day as 
formerly, and the service between Liver- 
pool and Dublin which used to run every 
day did not exist at all. 

The 1945 figures were really worse than 
he had given, because they included the 
period January to May, when restrictions 
on travel were very much more severe than 
they were now, and it was a frequent 
occurrence for those mail steamers to take 
over 1,100 or 1,200 people. 

He was aware that since last August there 
had been two additional routes put on. 
One was the route, three days a week, 
from Fishguard to Waterford, by the Great 
Western Railway. Coast Lines also was 
running a route from Fishguard to Cork 
on three days a week. 

What was wanted was to send back ships 
to the L.M.S.R. and to Coast Lines, so that 
the L.M.S.R. might run a night service in 
addition to the day service from Holyhead 
to Kingstown; that the Heysham to 
3elfast and Liverpool to Belfast services 
might run daily, and that Coast Lines 
might put on the service which was a 
great deal used from Liverpool to Dublin. 
He realised the difficulties of the Govern- 
ment with regard to shipping, but he did 
not think that the ships needed for bringing 
back prisoners of war and to take troops and 
stores to the different parts of the world were 
the 1,500- and 3,000-ton ships that did the 
service between Great Britain and Ireland. 
Now the war with Germany and Japan 
was over the people looked to the Govern- 
ment to improve conditions. 

Lord Brabazon of Tara raised the ques- 
tion of air travel to Ireland. He said it was 
an ideal route which one ought to be able 
to do well under two hours, but which was 
not favoured by any service at all. It was 
preposterous that you should have to go to 
Liverpool by train, and then from Speke to 
Ireland. He had never understood why 
a route from London to Dublin had not been 
put into effect. 


GOVERNMENT REPLY 

Lord Walkden (Captain of the Yeomen of 
the Guard) replying for the Government, 
said that the subjects raised had been the 
concern of the Government and also had 
been studied and worked on by the Ministry 
of War Transport for many months past. 
The continuity of policy in this matter had 


been to seek to make the conditions of travel@ 


between Ireland and Great Britain less bad 
than they had been. The reason why many 


hardships remained was because many of 


our ships had been sunk during the war 
period, and we were terribly short of ships. 
[he pressure on the Government for ship- 
ping services to carry out demobilisation 
promises, and to improve on them, made it 
exceedingly difficult to liberate more ships 
for this cross-channel purpose. A_ great 
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deal, however, had been done, and would 
continue to be done to ameliorate the 
position. A great many improvements had 
been made on all the nine routes, and the 
position was rather less bad than it ap- 
peared to be in the mind of Lord Temple- 
more. All but two of the nine routes now 
had services going. The two that had not 
yet been inany way restored—no route ever 
had more than six sailings a week before 
the war—were between Fishguard and 
Rosslare and. Liverpool and Dublin. It 
was decided only the previous day that the 
Rosslare service should be restored, al- 
though he could not say in full measure. 
He could not say whether there would be 
three or six sailings each week, but it 
certainly was to be restarted with, they 
hoped, at least three. They hoped to 
reopen the Liverpool to Dublin service 
before Christmas with three sailings a week. 


That -would appreciably ameliorate the 
position. The other services were running, 


in most cases, with the same number of ships 
as before. He did not say that they were as 
good or as satisfactory as they were before 
the war, but on the service from Glasgow to 
Belfast there were six sailings a week each 
way, as there were also between Stranraer 
and Larne. Between Liverpool and Belfast 
there were three instead of a previous six. 
Between Holyhead and Kingstown there 
were six each way each week, and between 
Fishguard and Cork there were three each 
way each week. Between Fishguard and 
Waterford there were also three each way 
each week. On the nine routes there were 
30 vessels running regularly, as against 48 
before the war. He hoped that figure of 
30 would be increased to 36 very quickly, 
and that they would gradually work up 
until they had at least 48 running. 

Directly after VE-Day, immediately the 
German war was over, arrangements were 
made to bring six more ships into use, 
but they had been in full wartime service 
and had been so changed for that purpose 
that they were not at all suitable for passen- 
ger transport. They were therefore being 
refitted and restored to an appropriate 
condition for passenger service. The al- 
terations required were’ very extensive, 
but they had been given top priority in 
the repair yards, and they hoped that all the 
vessels would be ready for the cross- 
channel service before Christmas. In that 
case, two of them would be put on the 
route from Heysham, and one more would 
be added to the route from Holyhead to 
Kingstown to avoid the unfortunate conse- 
quences of any breakdown such as occurred 
recently, when a very useful ship, the 
Hibernia, broke down and had to be taken 
off the route, and a ship taken off one of 
the other routes to replace her. The 
Holyhead route was the most heavily 
loaded of them all, and to have an extra ship 
available for relief purposes would be valu- 
able. There would be three more ships 
put on to the route from Liverpool to 
Belfast, making six sailings each week on that 
route in each direction. Before Christmas 
there would be three sailings a week 
between Liverpool and Dublin. Efforts 
were in train to improve the service between 
Glasgow and Belfast, which was also very 
heavy. 

The difficulty as to shipping was very 
real, and the Minister of War Transport 
was faced with great difficulty by reason of 
the shortage of British ships and the fact 
that it was almost impossible to get others ; 
and at the same time the overwhelming 
pressure for the maximum amount of ship- 
ping to be used for demobilisation purposes 
to bring men home from the Far East and 
from Europe. It was therefore only with 
great difficulty that they were able to 
do anything more for Ireland. 
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So far as the railways were concerned, 
they were short of carriages and of loco- 
motives. Large numbers of both were 
sent to Europe, and some got as far away 
as Persia, to take goods from the Persian 
Gulf to Russia, and they had not had them 
all back yet. They were not able to make 
new locomotives and rolling stock for public 
services during the war. The hardship 
was, he knew, very serious indeed. He had 
stood all the way from Euston to Holyhead, 
even before the war. 

With regard to restrictions, Lord Walkden 
said that some were removed in the early 
summer, after the collapse of the German 
war. When they were removed there 
was a great rush of people who wanted 
to go to Ireland, greater than had ever 
been known before. It involved great 
hardships for those who had permits to 
travel, and so they were forced to introduce 
‘sailing tickets ’’ to prevent the pressure 
and crush on the ships becoming very 
dangerous. Those permits could be given 
only for certain days when space was 
available. They could not be used at any 
time, and they were not transferable. That 
had to be prevented, with traffic difficulties 
as heavy as they were. It had been almost 
impossible to get additional personnel to 
do the very important work of examining 
permits, passports, and so on, to see that 
everybody travelling was entitled to 
travel. 

PASSPORTS STILL NECESSARY 

They must continue to maintain pass- 
ports. They could not allow the open door 
which prevailed in 1914, when one never 
thought about passports when going to 
Ireland. The Home Office must maintain 
its restrictions for the purpose of enforcing 
the regulations in this country which 
enabled us to get our meals. He could not 
hold out any immediate hope of modifica- 
tion of the restrictions. He assured the 
House, however, that as and when they 
could be modified they would be modified. 
The Government was very anxious that 
the- inconvenience and hardship endured 
by our Irish friends both in the North and 
the South might be removed. 

The Earl of Donoughmore said he went 
over to Ireland by way of Fishguard and 
came back by Larne, and he found condi- 
tions were the same as those described by 
Lord Templemore on the Holyhead route. 

The Marquess of Londonderry hoped 
that the Government would take up the 
question of passports. He also hoped that 
Lord Walkden would do all that he could 
to increase transport by air between this 
country and Ireland. 

The Earl of Iveagh hoped efforts would 
be made to provide a greater number of 
ships and to improve the railway services 
so that access would be available. 

Viscount Swinton sincerely hoped that 
within a very short time they woulfl see z 
successful air line established and services 
running both into Northern Ireland and 
into Eire. That would be a money-maker. 

Viscount Addison said that air services 
had already been engaging attention. 

Lord Sandhurst said that if sailing 
tickets and permits were issued together, 
instead of having two queues, as now, 
there would be only one. If people were 
given permits giving the dates on which 
they were to sail, then they could get 
tickets and so save one very long queue. 

Lord Templemore said that, for the life 
of him, he could not see why it was neces- 
sary, to keep undesirable people out of the 
country, to have passports to travel between 
different parts of the Kingdom. He might 
have to return again to the subject of 
removing restrictions which were really 
very unnecessary and annoyed everybody. 




























































































Notes and News 


M.S.M.R.-S.1.R. Amalgamation Pro- 
posal.—The Indian Railway Board is 
reported to be investigating a proposal for 
the amalgamation of the Madras & Southern 
Mahratta Railway and the South Indian 
Railway 


The registration 
Tools Limited, 
formerly 
Plastics 
Road, 


B.1.P. Tools Limited. 
has been announced of B.1.P 
formed to acquire the 
carried on by British 
Limited in its factory at 
Birmingham 


business 
Industrial 
ryvburn 


Institute of Transport Examination 
Papers.—The question papers set for the 
Institute of Transport examinations in 1945 
are available in booklet form, and copies 
may be had from the Institute, 15, Savoy 
Street, London, W.C.2, post 
{ree 


price 6d. a set 


Northern Aluminium Co. Ltd.—The 
London Sales & Enquiry Office of the 
Northern Aluminium Co. Ltd. has been r¢ 
opened at a new address 11, Bruton 
Street, W.1 The office, managed by Mr 
E. V. Hill, will serve the whole of south- 
eastern England \nother office, for south 
England and South Wales is being 
established at. Rogerstone, Newport, Mon 


west 


Brazilian Coal for Argentina.—Th« 
\rgentine Ministry of Foreign \ffairs 
announced recently that the Brazilian 
Government had placed 3,000 tons of coal 
at the disposal of the Argentine Govern 
ment, for immediate delivery It 
vdded that the Brazilian Government 
would authorise further supplies 
the sacrifice to that country’s internal con 
sumption 


Was 


cde spit 


Road Accidents in August, 1945.—Th« 
return issued by the Ministry of War 
fransport o 1umber of persons rt 
ported to ‘ ( or to have 
injured of road accidents in 
Great Britain during the month of August 
last, shows 488 deaths (compared with 501 
in August, 1944), 3,452 seriously injure 

mpared with 2,826 in August, 1944 
10,818 slightly compared 


7,837 in August 


been 


and 
injured with 


1944 


Administration 
inaugural meeting of 
the Edinburgh & East of Scotland Centre of 
the Institute of Traffic Administration was 
held in Edinburgh on October 1. Mr. Henry 
Bryce of Leith was elected Chairman, 
ind Mr. Stanley C. Patterson of Edinburgh 
as Press Office Ch secretary is Mr 
Jas. W. Harper, 43, Sighthill Park, Edin 
Che next meeting will be held at 
val British Hotel, 
er 14 at 7 p.m. 


Institute of Traffic 
(Edinburgh).—Th: 


Edinburgh on 


Order. 
lransport has mad 
lransport (Extension 
1945 (S.R. & O. 1945 
three vears the 
substitution of 
routes In the City 
for the completion of 
works authorised in 1935 in the urban dis- 
tricts of Harrow Ruislip Northwood 
and Rickmansworth, in Marylebone, and 
in the borough of Kensington; (3) for the 
establishment, etc., of numerous trolleybus 
routes originally authorised in 1937; for 
the completion of works originally author- 
ised in 1937 in Hendon, Harrow, Elstree, 
Barnet, Bushey, Amersham, Islington, the 
City of London, and Kensington; and for 
the purchase of lands, originally authorised 
in 1936, required for works in Marylebone 
and for the improvement of Gloucester 


L.P?#T.B. (Extension of Time 
Che Minister of War 
the London Passenge1 
Dime Order, 

N 1150) extending for 
times limited (1) for the 
portions of trolley vehicle 
of Westminster; (2 


and 
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Road Station, and also for the purchase, 
originally authorised in 1939, of lands 
required for works in Westminster, St. 
Pancras, Southwark, Lambeth and Ilford, 
and of additional lands in Westminster, 
Hammersmith, St. Pancras, and Merton and 
Morden 


Siding and Works Accommodation 
on the L.M.S.R.—Since the end of the 
war in Europe the L.M.S.R. has received 
126 applications from firms and traders 
for new private siding accommodation, or 
sites for new works. During the war the 
L..M.S.R. negotiated 270 new sidings for 
Government departments. 


U.S. Army Rail Transportation 
Office.—In the 16 months between “‘ D ’’- 
Day and the end of September last, the 
United States Army relinquished a total of 
263 buildings in the heart of London. In 
Grosvenor Square, where most U.S. Army 
Headquarters have been located since the 
arrival of the first American troops in Lon- 
don, the building at No. 7 was vacated 
recently and returned to the British Govern- 
ment No. 7 was formerly used as the U.S 
Army's Rail Transportation Office. 


Institute of Traffic Administration 
for Glasgow. \t a meeting in Glasgow, 
on October 3, it was agreed to form 
West of Scotland Centre 
of the Institute of Traffic Administration 
Mr. H. O. Fanthorpe, Ministry of Supply, 
Bishopton, was elected first Chairman with 
Mr. A. S. MckKechnie of London Scottish 
Transport Limited, 286, Clyde Street, 
Glasgow, C.1, as Honorary Secretary rhe 
next meeting will be held on October 24, at 
7 p.m. in the Christian Institute, 70, Both- 
well Street, to arrange a programme for 
meetings 


a Glasgow & 


Armstrong Whitworth Securities Co. 
Ltd.—A general meeting of members of the 
\rmstrong Whitworth Securities Co. Ltd 
in voluntary liquidation) will be held at 
Winchester House, Old Broad Street, E.C., 
on October 31 at 11 a.m. for the purpose of 
having an account laid before them showing 
the manner in which the winding-up has 
been conducted and the property of the 
company disposed of and of hearing an 
explanation by the liquidator and to pass 
an extraordinary resolution as to the dis- 
posal of the books, accounts and documents 
ol the company 

Southern Railway (Extension of 
Time) Order.—tThe Minister of Wat 
lfransport has made the Southern Railway 
Extension of Time) Order, 1945 (S.R. & O 
1945, No. 1121) extending by three vears 
the time limited by Sections 41 and 56 of 
the Southern Railway Act, 1939, as ex- 
tended by the Southern Railway (Extension 
of Time) Order, 1942, for the acquisition 
of lands required for improvements on 
the Waterloo & City Railway lands at 
Ringwood, Fordingbridge, Surbiton, Folke- 
soldre and lands 
in Bermondsey required for the widening of 
in Rotherhithe 


stone, Richmond, and 


a bridge 


L.N.E.R. Order for Clyde Steamer. 

The L.N.E.R. has placed a contract with 
\. & J. Inglis Limited, Pointhouse Shipyard, 
Glasgow, for the construction of a paddle 
steamer for its Firth of Clyde services. 
The vessel is designed to carry about 
1,350 passengers, and will be provided with 

comfortable and spacious dining saloon, 
together with a tea room, bars and lounges. 
She, will be fitted with triple-expansion 
engines and will have a speed of 17 knots. 
The L.N.E.R.Clyde services have been much 
restricted of necessity during the war, 
on account of the requisitioning of ships 
for Government service, and two of the 
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vessels formerly employed have been lost. 
The placing of this contract represents the 
first step being taken by the company 
towards the rehabilitation of the services, © 


A British Industrial Exhibition.—|; 
has been announced by the President of the 
Board of Trade that the Council of lus- 
trial Design will be responsible for an 
exhibition of British postwar industrial 
goods in London next summer. Th 
of the Council is outlined in an eight-page 
brochure entitled ‘‘ Design Centres,’’ with 
stress on the main problems facing British 
manufacturers and the importance < 


vork 
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None of the vacancies on this page relates. to @ man 
between the ages of 18 and 50 inclusive unless he is 
excep from the provisions of the Control of Engage- 
ment Order, 1945, or the vacancy is for employment 
excepted from the provisions of that Order. 


ADVERTISEMENTS _intende¢ 

< his should be sé 
latest 

this page 
the 


1 page 


ossible The 


THE RAILWAY 


OFFICIAL NOTICES 


TH! INSTITUTE OF TRANSPORT.—The Council 
invites applications for an appointment as 
Librarian who will take part in the general 
administration of the Institute Commencing salary 
£450-£500 ac and qualifications. There 
is a pension scheme. Candidates should preferably 
be aged 25-35 years. A degree in economics or com- 
orporate membership of the Institute, or trans- 
port experience, will be a recommendation. 
tions, with full particulars, should be ad 
ndersigned so as to reach him not late 
secretary, 
ivoy Street, London, 


CAZETTE 


] 
ilso 


ording to age 


merce or ¢ 
1ddressed to 


ber 30. ° ° rews, 


Universal Directory of Railway Officials 
and Railway Year Book 


50th Annual Edition, 1944-45 
Price 20 - net. 


THE DIRECTORY PUBLISHING CO., 


33, Tothill Street, London, S.W.1. 


LTD., 








industrial development Phe 

ire explains the function of design 

and outlines their benefit to indus 

Che address of the Council is Tilbury 
Petty France, London, $.W.1 


British South American Airways 
Limited.—British Latin \merican \ir 
| Limited has changed its name to 

South American Airways Limited 
istered office is at 19, Grafton Street 
n, W.1 


Railway Broadcast. 
26, in the North of 
of the B.B.C., at 6.40 p.m., unde 
fravelling Train Attendant, 
McCluskey will talk of her 
N.E.R 


Ransome & Marles Bearing Co. 
Ltd The final dividend of Ransome & 
M s Bearing ( ‘ or the year to 

30, 1945, i é cent 
r cent., less tax, for the ir, the sam 
Net profits 


On Friday, Octo- 
Enel Home 
r the 
Miss 


work on 


making 


us yea®rs 
amount t 


£123,134 for the 


the two prev! 
] 


charges 


previous yea 


Trade 
ed f United 
and August Che 


British 


Britain’s Overseas 
been publish 

m trade for July 
Iva Journa 
in these 
that 


the value 


Great 


} 
nave 


s00.000 and 


£3.000 000 


than 


Mobile Exhibition of Penicillin at 
Paddington Station.—The train provided 
G.W.R. containing an 


unised by St 


exhibition 
Mary 

|, was on view to the public at No 
m, Padding Station, from Oct« 

6 to 19 inclusive Che exhibition was 
ed on October 16 by Lord McGovy 

Rothschild, Lord (¢ 

Walter Layton 

Portal 

which has a 

to be devote 
Mary S 

has 1 


cuiIn OT? 


t 


ton 


thony ce 
lliffe, and Sir 
by Viscount 
G.W.R rhe train 
ted nearly £2,000 
research at pt 
spitals in the pre 


of the G.W.R 


yvinces 


selfast & County Down Train Ser- 
vices.— Several I 
from October 7 in the 

lfast & County Down Railway. On 

iin line on weekdays there are addi- 
trains 8.40 a.m. Donaghadee to 

t, 9.10 a.m. Belfast to Comber, 9.35 
Comber to Belfast, 3.0 p.m. (Saturdays 
Downpatrick to Belfast, 5.0 p.m 

st to Comber, and 9.25 p.m. (Saturdays 
Belfast to Newcastle With = the 

ption of the 8.40 a.m., 3.0 p.m., and 
.m., these additional trains call at all 

ns. Main line trains discontinued on 
lays include the 6.30 a.m. and 6.50 a.m. 
ighadee to Belfast and four Saturdays 
trains. Alterations are made on 
days to 12 main line trains. On the 


changes have been made 


train services 


gor branch three daily weekday trains 
are discontinued and four Saturdays only 


trains, and there are weekday altera 
tions 


G.W.R. Underground 
trol.—tTraffic control centres situated 
underground at key points on the G.W.R 
and connected by deeply-laid telephone 
cables, enabled the staff to keep train set 
running during the air raids of the 
The headquarters control wag 
84 ft. below level at Paddington 
station Phe ontrol 
as they were called, were planned in 1938/39 
and the Paddington centre was first used on 
September 3, 1939, Britain received 
its first air raid warning Phe 
manned by men of the operating and 
maintenance departments and they con 
trolled all train ind diverted 

ilerts 


trains 
damag 


SIX 


Traffic Con- 


Vices 
late war 
ground 
centres 


emergency ¢ 


when 
centres were 


key 


movements 
during the 
bomb 


situated at 


as necessary 
lered repair squads to 
sites The centres 
dington, Exeter, Plymouth, Bristol, New 
port, Cardiff, Swansea, Gloucester, Worc¢ 

ter Keach centre 
vas equipped with an emergency tel phon 


exchange and air filtration plant 


were 


Birmingham and Chester 


Funeral Service of Mr. C. E. Fair- 
burn.—The funeral service of Mr. (¢ | 
Fairburn, Chief Mechanical & Electrical 
Engineer, L.M.S.R who Octo 
held at Golders Green 
Phe 
mourners 


died on 


ber 12. was Crema 
torium on October 16 many present, 


in addition to family included 


L.M.S.R 
Lord Roy 
President ; 


Mi | 


den, Chairman; Sir William Wood, 
Sir Harold Hartley, Mr. T. W. Ro 
Darbyshir e-Presidet 
mbet Saas 
K. Wallace, 
Ministry 
s Superintende nt also repre 
Stanier, lately Chief Me 
Wood, 
Morton, 
Estate 
stant Chiet St 
g Mr. R. A 


ident); J he 


et Store 
Willi 


hanical 
Signal & Telegrapl 
Chief Accountant ; 
Manager ; 4. W 
res Superintendent 
Chief Stores 
Shearman, Road Motor 
Captain W. L. Sinclair, Chief Marine 
Colonel H. Rudgard, 

Power; Messrs. 1 M 
Manager; W. P. Bradbury, 

ef Commercial Manager (Outdoo1 
representing Mr. R. P. Humphrys, 
: . S. Cox, Chief Technical 

& E.E. Department; | 

Assistant, C.M. & E.E. Depart 
ment; H. G. Ivatt, Principal Assistant fot 
Locomotives ; I Pugson, Principal Assistant 
for Carriages & Wagons; W. Handy, Principal 
Assistant for Outdoor Machinery Services ; 
F. A. Harper, Principal Assistant for Electrical 
Engineering ; J \ Broughall, Assistant, 
Generation & Distribution (Electrical), C.M. & 
E.E. Department; J. T. Cox, Chief Outdoor 
Assistant (Carriages & Wagons); F. Harvey, 
Personal Assistant to C.M. & E.E.; W. An 
thony, Works Superintendent, Earlestown ; 

R. €. Bond, Works Superintendent, Crew: 
C. W. Foxley, Works Superintendent (C. & W.), 
Derby; A. E. Peters, Works Superintendent, 
Wolverton; J. Rankin, Works Superintendent 
Locomotives), Derby; D. Williamson, Works 
Superintendent, Horwich; G. S. Bellamy, 


Riddles, 


esentil 


Superin 


(Scotland) ; 
Hole, Hotels 
Assistant 


Mechanical & Electrical Engineer 
Mr. Hills (representing Mr. F. G. 
Superintendent); J. H. Harris, 
C.M. & E.E. 
G.W.R 

Mr. F. W 
Engineer 
L.N.E.R. 
Mr. F. W. Car 
ra 


] repli 
iso epre 


Hawksworth, Chief Mechanica! 


r, Mechanical Engineer, Strat 
ford rey enting Sir Charles Newton 
Chief General Manager Mr. E. Thompson, 
Chief Mechanical Engineet 
Southern Railwa 
Mr. W. Marsh, 
to C.M.I repres¢ 
Mechanical 
| FE GPE PR 
Mr. W 


nginect 


\ssistant (General Purposes 
nting Mr. ©. V. Bulleid, Chief 
Enginee 

Mechanical 


raff-Baker, Chief 


bra, Secretary, Railway 

\. Kay, editor, The 

Sir George Usher; Mr. H. G. 

orge Nelson, Chair 

y Director, English Electric Co. 

rravis (representing Sir 

iirman & Joint Managing 

General Electric Co, Ltd Major 

Harrison, Secretary, Institution of 
lotive rs 


enting Sir Gé 


mas G 
Railing, Cl 
j 


Contracts and Tenders 


Che English Electric Co. Ltd. is to supply 


27 diesel-electric 


tate 


locomotives to the Egyp 
Railways Of these, 12 will be 
and 15 will be shunting, 


tian 
main-line, loco 
motives. 

\ contract has been plac ed between the 
Government of Iraq and Balfour, Beatty 
& Company of London for the construction 
of a 68-mile extension of the metre 
the Iraq State Railways from 

1 


Kirkup to Erbil 


gauge 


system ol 


Below is a list of orders placed recently 
the Egyptian State 
Phomas Firth & John Brown Limited : 
Consolidated Pneumatic Tool Co. Ltd 
matic 
Alley & Mack 
Power Flex 
Furner Brot! 
ing board 


Railways 


Ivres 

: Pheu 

tools 

an Limited: Pneumatic 

Pubing Co. Ltd. : Tubing. 
Asbestos Co, Ltd.: Insulat 


tools. 


nited: Induction coil, 


Forthcoming Meetings 
The Institution of 
Engineers, Storey’s Gate, 
Park, London, S.W.1. 
\ System of Production 
Control,’’ by Mr. R. Gore, M.I.Mech.E. 
October 26 (fr The Institution of 
Mechanical Engineers, Storey’s Gate, 
St James’s Park, London, S.W.1. 
5.30 p.m Phe 


October 20 (Sat.) 
Mechanical 
St. James’s 
3.30 p.m 


Mechanism of Tool 
Vibration in the Cutting of Steel,’’ by 
Professor R N. Arnold D.S« 
M.1I.Mech.E. 

October 27 (Sat.).—The Permanent Way 
Institution, City of Liverpool Tech- 
nical College, Liverpool. 3 p.m. 
‘Flame Cleaning of Structures,’’ by 
Mr. R. E. Dore, A.M.I.Mar.E., of - 
British Oxygen Co. Ltd 





& Central America 


e 
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° 
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Activity in stock markets was centred 
mainly on South African gold mining 
shares; other sections, although firm 
generally, again showed a waiting attitude. 
British Funds eased but later strengthened, 
and Bank of England stock at 392 was 
higher on balance. The Bank purchase 
terms continued to be regarded as giving 
reasonable hopes that other nationalisation 
plans will provide “* fair compensation ’’ for 
shareholders. Home rails were higher on 
balance, although best prices were not held, 
and under the same influence, colliery shares 
went ahead and there was further general 
improvement in electricity supply issues. 
Shares of the joint stock banks became 
slightly irregular, reflecting the view that 
the drafting of clause 4 of the Bank of 
England Bill should be in less general terms. 
On the other hand, small gains predomin- 
ated in insurance shares 

Industrials generally moved narrowly, 
buyers apparently holding off pending next 
Tuesday’s interim Budget. In the past 
few days hopeful views have been current 
that the latter may bring a number of 
minor tax concessions, although major 
reductions are not looked for until April 
next. Shares of companies with a particu 
larly unfavourable E.P.T. standard have 
been in request; and in other directions 
of Canadian companies including 
Pacifics, moved higher on the 
tax reliefs in the Dominon Budget On the 
other hand, Argentine rails, after earlier 
gains, lost part of the latter awaiting the 
outcome of the latest politic al developments 
in the Republic 

Home railway ordinary and junior prefer- 
ence stocks also lost part of earlier gains, 


shares 
Canadian 


Traffic Table 


Railways 


Antofagasta (Chili) & Bolivia 
4 Argentine North Eastern 

} Bolivar 

Brazil . 

Buenos ‘Ayres & Pacific - 

Buenos Ayres Great Southern 

Buenos Ayres Western 

Central Argentine 


Sept. 1945 


10.45 


o. : 

Cent. Uruguay of M. ‘Video’ 
Costa Rica - ° 
Dorada 
Entre Rios in 
Great Western of Brazil 
International of Cl. Amer. 
Interoceanic of Mexico 

} La Guaira & Caracas... 
Leopoldina 
Mexican 
Midland Uruguay 
Nitrate ‘ 
North Western of Uruguay 
Paraguay Centra! . 
Peruvian Corporation 
Salvador ‘ 
San Paulo 
Taltal ... . 

} United of Havana . 
Uruguay Northern ... 


Aug. 1945 
Seprt., 1945 
6.10.45 
7.10.45 
g., 1945 


1945 
1945 


Sept., 
Aug., 


Sept,, 1945 
6.10.45 
Aug., 1945 


Aug. eo 1945 


f Canadian National 
7.10.45 


\ Canadian Pacific 


Aug., 1945 
July, 1945 
20.9.45 


/Barsi Lightt 
eira ... 
Egyptian Delta. 
Manila 
< Midland of W. “Australia 
Nigeria ; 
Rhodesia 
South African 9. 
Victoria April, 1945 


Note. 


THE RAILWAY GAZETTE 


Railway Stock Market 


but in general senior preferences and prior 
charges tended to continue their improve- 
ment. A factor favourably influencing 
sentiment was the hope that the Govern- 
ment may shortly announce that the exist- 
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dend rights attaching to the “C’ 
Great Western was 54}, compared with 
53? a week ago; the.5 per cent. preference 
at 109 was a point up, the guaranteed stock 
fractionally 


tock. 


ing fixed rental 


agreement will remain in 


force until such time as plans can be decided 


for the 


transport. This; 


although 


in 


future organisation and control of 
accordance 


with general expectations in the City, would 
doubtless tend to emphasise the prospect of 
dividends remaining around current levels 


for the time being. 


Terms of the Bank of England purchase 


were inclined 
draw 
stocks, 
ence and L 
assumption 
would have 


N.E.R 
that 


particularly 


at the 
attention to high yielding preference 


L. 1923 prefer- 


regard to the 
of stocks over a long period. 


end 


M.S.R. 
first preference, 
nationalisation 
dividend record 
Great West- 


of 


last 


week to 


on the 
terms 


ern ordinary and Southern preferred also 


received attention 
whereas L.M.S.R. 
gleferred were 
comparison 


became generally 


of England purchase 


giving any 


\ feature 
port gt re 


for 


a similar 
ordinary 
somewhat out of 
Subsequently, 


and 


however, 
recognised that the 
cannot be 
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